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Have You An Acquaintance 
Among Railroad and Industrial Traffic Men 


If so, you will find our proposition to solicitors to The 
Traffic Service Bureau and The Traffic World and 
Traffic Bulletin worth your consideration. 
make either your whole or spare time pay. 
The character of The Traffic World and Traffic Bulletin 
is such as to take the work out of the realm of ordinary 
You will have something to 
offer that will win and hold attention. 


subscription solicitation. 


Let us tell you more about it. 
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THE WRONG WAY TO RIGHT. 


lf all American people were at leisure to think 
over economic questions, there would not be so 
much danger im agitation over the- tariff, railway 
regulation, restraint of corporate industrial busi- 
ness, conservation of resources, and. improvement 
of waterways. Generally speaking, the majority 
are engaged in business and the agitation in its 
radical: form originates with the politician, and in 
order to be of note, the average politician gets 
astride of a hobby. Their position in this respect 
reminds us of a story told by a prominent mem- 
ber of the National Press Club .in Washington 

what was known as “Hobby. Night.”- The 
guests were Uncle Joe Cannon, Champ Clark, 
Gifford Pinchot, Commander Peary, the chiefs of 
the weather and pure food bureaus and others of 
national fame. 


In introducing the first speaker, the chairman 


said, after some prefatory remarks, that a man 
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who wished to visit an insane asylum was cau- 
tioned to say nothing to hurt the feelings of the 
inmates, as they were sensitive about their peculiar 
aberrations. He then proceeded to make his 
visit, and upon entering the asylum found a well 
dressed and intelligent looking man riding up and 
down a long hall “straddle” of a broomstick. 
After he had cantered by the visitor a time or 
two, the latter wishing to be polite and friendly 
said: “My friend that is a fine horse you are 
riding.” The inmate at once replied, “This is not 
a horse, you d—n fool; if it was a horse I could 
get off it—it’s a ‘Hobby’ and I can’t.” 

It is with the very greatest difficulty that some 
of our politicians can let go of theories that can- 
not be shown as valuable by any practical demon- 
stration. Unfortunately, many of them become 
leaders by persistence and oratory, and then it is 
only at times that the people compel themselves 
to investigate the platforms they propose. We 
are about in the position today where from neces- 
sity we ought to clearly determine who age riding 
hobbies and having discovered them, they ought to 
be given a long treatment in some rest cure re- 
treat. 


THE MISSING LINK. 

In the presentations to the Interstate Commerce 
Commission relating to rate increases, there seems 
an absence of suggestion from any source con- 
cerning an alignment that will finally give the 
weak systems enough and not give the strong 
more than they ought to have, if 
any rate increase is allowed. While no one has 
so far clearly stated that lines carrying heavy 
financial burdens in capitalization compared to 
their more prosperous and better financed neigh- 
bors must inevitably go to the wall and scale 
down securities until they can live comfortably, 
this idea seems in some quarters to prevail. 

It is explained, perhaps, by the lack of any 
method before the Commission, whereby a process 
can be followed other than permission to install 
new tariffs, or to order them permanently sus- 
pended. Hence, no one knows what advice to 
venture concerning the matter. To bring about 
bankruptcy and receiverships in our enlarged 
form of corporate life, is more serious than failures 
fifteen years Then the effect could be 
approximated, but now the ramifications are im- 
possible to fully determine. 

We may pass through these troublous times, 
however, in our reforms, and if we do there cer- 
tainly must follow legislative authority to pool 
earnings under the supervision of the Interstate 
Commerce Commission. In thus being able to 
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spread out the cost of operation and maintenance 
by contributing to the needs of lines requiring 
more earnings, it would be done by apportionment 
from the strong lines, and not always by increased 
rates. The Commission’s power to name a max- 
imum rate will prevent exorbitant charges. Com- 
petition under our present laws must be largely 
eliminated, and if under government regulation 
of pooling the roads can live better and serve 
better, is it not preferable to any bad financial 
condition among large systems that reach so many 
industrial paths? 





TWO SIDES. 

In noting the editorial comments in our ex- 
changes, we are induced to present in a prominent 
way some opinions relating to transportation, 
showing that with all the evils claimed there 
must be some preponderating good. In all these 
comments the inference, if not the positive state- 
ment, is that in order to progress, railways must 
proceed.» In the case of a Texas enterprise the 
men interested are willing to give a guarantee. 


“In the growth of a city the wagon trade dimin- 
ishes. With the coming of railroads—which make 
possible the growth of a city—smaller towns 
spring up, and the wagon trade naturally goes to 
the nearest point to save the longer haul. The 
loss of the wagon trade does not mean a falling 
off in the growth nor the trade of the city, but, on 
the contrary, means the growth of the city, for the 
larger number of small towns the greater the 
opportunity of the city to supply the needs in a 
wholesale, manufacturing and retail way. The 
merchants in the smaller towns must have the 
goods to supply the farmer who trades there, and 
thus is business created for the jobber and manu- 
facturer of the larger city. In turn, those living 
in the towns look to the city to supply them with 
the better class of merchandise in a retail way, and 
thus is the field of the city broadened in spite of 
the loss of the wagon trade. No town, so long 
as dependent on the wagon trade, can hope to be- 
come a city, but must of necessity always remain 
in the village class. In the growth of Fort Smith 
these conditions have come to pass, and the vol- 
ume of the retail trade here has grown by the very 
reason of smaller towns coming into existence in 
this territory and creating a class who buy the 
better grade of goods. If anyone thinks that this 
condition is not true a visit to the retail stores and 
incoming trains will convince him that a great vol- 
ume of retail trade comes from the neighboring 
towns—much larger than in the ‘good old days’ 
when Fort Smith depended entirely upon the 
wagon trade.” 

The above from the Fort Smith Times Record 
seems to prove the value of rail transportation to 
any ambitious business town hoping to become a 
central market. Irrespective of the controversies 
between shipper and carrier, the result is pro- 
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gressive in the real issue. ‘The service in com- 
parison with any other is of course immeasurably 
superior, and this same line of reasoning applies to 
all important centers in the Southwest. 

Another comment is an editorial from the 
Beaumont Enterprise, showing the acknowledged 
desirability of transportation for any large growth. 


“The articles of incorporation of the Orange 
and West Louisiana Construction Co. have been 
received in Orange, which means that Orange is to 
have another railroad, and will not wait the com- 
ing of outside capital, but is seizing the oppor- 
tunity and controlling the situation itself. The 
new road is designed to open up an extensive 
teiritory in Louisiana not now supplied with 
traffic accommodations, and to tap a north and 
south line giving Orange direct communication 
with the North. 

“The Orange men back of the project offer a 
sufficient guarantee that the road will be built, 
and it will not only prove of value in the growth 
of Orange, but will add materially to the volume 
of business to be brought to deep water in this 
section. While Beaumont is well supplied to 
Beaumont, another line to reach Lufkin and bring 
Beaumont into immediate connection with an en- 
tirely new system that at present has no gulf out- 
let of its own, would do for Beaumont all that this 
new road is expected to do for Orange.” 


Again we quote from the Pueblo Chieftain citing 
advantages hoped for in Colorado from new rail 
construction. 


“Since the construction of the Moffat line to the 
headwaters of the Yampah river in Routt county, 
the best unoccupied field for railroad building in 
Colorado has been the valley of the White river, 
which lies midway between the Yampah and the 
Grand rivers. 

“Rio Blanco county, of which Meeker is the 
county seat, is an area of exceptional resources, 
both agricultural and mineral, and the surprising 
thing is not that a railroad is going to be built, 
but that so long a time has passed without a rail- 
road. 

“The Grand river terminal of the new line is at 
the new town of Chapman, a short distance west 
of New Castle. New Castle is the western ter- 
minal of both the Denver & Rio Grande main 
line and the Colorado Midland, the line from New 
Castle to Grand Junction being a joint track oper- 
ated by a separate company, the stock of which, 
however, is owned by the Rio Grande and the 
Midland. The original building plan of the Mid- 
land was for an extension westward from New 
Castle, practically along the line of the new road, 
through the Rio Grande and Duchesne valleys to 
Salt Lake City. 

“From New Castle to the White river the new 
road will be in close proximity to the outcrop of 
one of the richest coal deposits in the state, and 
a large tonnage of this valuable fuel will be assured 
to the new line from the start. 

“Tt is not improbable that the new road, though 
organized as an independent company, will <e- 
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velop into a link in a new transcontinental system, 
especially since the Rio Grande freight and passen- 
ger traffic is increasing so rapidly since the estab- 
lishment of its through line from Pueblo to the 
Pacific.” 

The Leavenworth Post discusses favorably the 
merits of an electric railway. Particularly has 
the opportunity for the growth of the small farmer 
been brought out, one of the coming changes in 
our producing sections. 


“There seems to be no question but that in a 
short time the electric road will be built between 
Leavenworth and Atchison and the road is sure to 
be continued to St. Joseph. Men who ought to 
know, say that money will be easy by the first of 
January and there will be plenty of money for 
electric roads which pay good interest on the in- 
vestment. The road from Leavenworth to Kan- 
sas City has, from the commencement, been a 
financial success and the electric road to Atchison 
would be profitable. The land between the two 
cities would eventually be divided into small tracts 
and a population four and perhaps five times as 
great as now would be on the line of the proposed 
road. This new electric road would also go 
through the land that is suited for tobacco raising. 
The crop has already been tried in this locality and 
as much as 2,300 pounds of tobacco has been 
raised to the acre and as it brings from $250 to 
$300 an acre no man would need to farm more 
than twenty acres, ten acres in tobacco and the 
other ten in garden truck, and there would be 
more profit on a twenty-acre farm than there is 
now on an eighty-acre farm.” 


Denison, Texas, in the editorial columns of the 
Herald speaks of her attractiveness as a manu- 
facturing center by a first mention of railway 
facilities. 


“ 


Denison has railroad facilities for taking care 
of all the manufactured goods that any factory or 
number of factories can turn out. With the com- 
pletion of the pipe line to the Randell dam the 
city will be able to supply water in unlimited 
quantities. The factories will come in due season, 
it being understood of course that they are made 
acquainted with the situation coupled with a 
friendly invitation.” 


One of the largest shippers in the Cincinnati 
territory, while our guest a short time since, was 
discussing rates and publicity. In the course of 
his remarks he spoke of his belief in the value 
of such publicity as that represented by B. L. 
Winchell, president of Frisco System, and of his 
confidence in his wish to meet the shipper on 
terms of a common welfare. In his conduct of 
business, while there may be opposition to his 
ideas at times, our visitor feels that his position 
is so free from irritating tactics as to prove him 
a sincere apostle of harmony. 
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THE TARIFF BUREAU CHIEF 


—_—_—- 


Importance of this Department, Conscientious Service 
and Unbiased Treatment of Shipper and Carrier 





Washington, D. C., October 28.— 
The publicinits more numerous ship- 
ping phases is not aware of the enor- 
mous volume of business each morn- 
ing pouring into the tariff bureau of 
the Interstate Commerce Commission. 
The representative in charge of it is 
J. M. Jones, with the title of Chief 
of Tariff Bureau, his immediate as- 
sistant being Judge Raymond Lo 
ranz. 

The responsibility resting upon 
this branch of the Commission’s work involves the ac- 
ceptance or rejection of all tariffs filed and examination 
as to their legality in having properly complied with all 
the provisions of the law regulating their issue. In the 
light of experience in the business this would seem sim- 
ple, perhaps, because the uninitiated would not realize 
that these come in each day by hundreds and some- 
times by thousands. They cannot be passed unless they 
comply with the Commission’s rulings as to size, type, 
full statutory notice, and concurrence by participating 
carriers. 

This so far only covers the regular tariff receipts. 
In the same mails there come many requests for au- 
thority to issue tariffs at less than statutory notice, and 
these must be examined carefully before any answer is 
made. Besides are hundreds of inquiries concerning rul- 
ings as they relate to the application of rates, and as re- 
plies establish precedent in all cases, care must be 
taken to properly explain the Commission’s intent. 

Quite frequent contact with this department im- 
presses the writer with the capable conduct of it, and 
the manifest purpose to be fair in all conclusions. We 
can think of no men more likely to act in an unbiaged 
manner toward shipper and carrier than the present 
tariff bureau chief and his assistant. W. B. B. 





WANT SWITCH CONNECTION AT PREBLE. 

Albany, N. Y., October 28.—The public service com- 
mission, second district, has received a complaint from 
the Preble Milk association of Preble, N. Y., directed 
against the Delaware, Lackawanna & Western asking 
that the company be required to construct and maintain 
a switch to properly serve shippers at that location. 


GOOD GROUND ASKS FREE DELIVERY. 

Albany, N. Y., October 28.—The public service com- 
mission, second district, has received a complaint from 
Robert J. Hearne of Good Ground, L. I., directed against 
the Long Island railroad, asking that that company be re- 
quired to deliver and collect express matter in the Squire- 
town and South Bar districts of Good Ground. Complaint 
alleges that company delivers express matter to other 
residents of Good Ground, but declines to serve the 
complainants and that the distance from their residence 
is no greater than from other points now having ex- 
press service. 
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WESTERN HEARING RESUMED 


Shippers Begin Presentation of Their Side of Com- 
modity Case—Roads to Justify Individual Increases 








The hearing in the investigation into the proposed 
advances in commodity rates in Western Trunk Line, IIli- 
nois Freight and Trans-Missouri Freight associations was 
resumed before Interstate Commerce Commissioners 
Franklin K. Lane and Edgar E. Clark in the federal build- 
ing at Chicago this week, the first session being held 
Tuesday morning. 

A full account of the proceedings up to the hour of 
going to press follows: 

At the outset, Attorney Lyon, for the Commssion, re- 
plying to Commissioner Lane, said that it was agreed that 
the shippers should make such cross-examination of the 
railroads’ exhibits as desired, followed by the presenta- 
tion of the shippers’ general case and then a justifica- 
tion by the carriers of the individual advances sought 
to be made. 

Mr. Thorne asked to cross-examine the Northwest- 
ern’s witness on figures submitted to the Commission, 
particularly with reference to the cost of the property. 
L. A. Robinson, general comptroller, was accordingly 
sworn. 

Witness stated that to the “book value” had been 
added uncapitalized improvements in reaching the cost 
of the road. The same was true of the Omaha exhibits. 

Mr. Lyon wanted to know what the cost of road 
and equipment account purported to represent. Witness 
testified that the book cost starts with the organization 
of the company and debits and credits are made against 
this from time to time. It is supposed to represent 
the actual money put in the property. 

The Commission’s attorney called witness’s atten- 
tion that the cost of the Northwestern in 1901 was re- 
ported as $186,000,000; 1909, $260,000,000. Did this dif- 
ference, $74,000,000, represent all the amount put into 
the road during that period? Mr. Robinson replied that 
it did not. In explanation, he said the Commission’s 
own accounting rules permitted charging some improve- 
ments to capital and some to income account. 

Some of the securities of the Northwestern have 
been issued below par. The discount, as well as the 
premiums, were, under the old methods, charged to 
the income account. 

Mr. Thorne then quizzed the witness on the Omaha 
road. Witness said that another property had been 
taken over by this company at its organization. He be- 
lieved that the securities of the Omaha line at that 
time were issued on the basis of dollar for dollar for 
those of the property taken over. Whether this repre- 
sented the actual cost of the old property, witness was 
unable to state. 

Commissioner Lane wanted to know whether the 
effect of the depreciation charge authorized by the Com- 
mission in 1907 was to swell the operating expenses. 
Mr. Robinson believed that with his road this charge 
was about offset by the old renewal accounts. The Com- 
missioner stated that the Commission had estimated 
that the life of equipment was about 20 years; accord- 
ingly some of the roads had in the first year charged 
5 per cent; this, the Northwestern’s experience, it would 
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seem would prove to be excessive, as witness said the re- 
newal account represented about 1% per cent of the 
equipment cost. 

Reverting again to the cost of road and equipment, 
Mr. Lyon stated that this jumped from $260,000,000 in 
1909 to $291,000,000 in 1910. Where did the $31,000,000 
come from? Mr. Robinson said some $30,000,000 odd of 
stock had been sold. The principal expenditures were 
for the new Chicago terminal and for track elevation. 
During that year there was a reduction of 9 miles in th: 
mileage. Witness stated that when property was aban- 
doned the cost was written off the capital account. 

Mr. Atwood asked the witness to verify the follow- 
ing figures representing stock sold to shareholders at par: 
February, 1903, $9,226,110; July, 1905, $10,609,200; March, 
1906, $16,267,400, and March, 1907, $24,401,625—a total of 
$60,504,335. 

Several requests were made by the shippers’ attor- 
neys that additional railroad men be put on the stand. 

Commissioner Lane inquired if the shippers were un- 
prepared and were trying to consume time with cross- 
examination. Mr. Thorne replied he was not ready to 
put witnesses on the stand; Mr. Atwood answered tha 
he had assumed that the morning would be consumed in 
cross-examination and had made his plans accordingly 

William Ellis was called to the stand for the St. 
Paul. Mr. Atwood asked him to obtain a verification of 
the following statements of stock issued to shareholders 
at par: Common stock, August, 1906: $25,000,000, and 
December, 1906, $33,164,300; preferred stock, $66,328,500. 

Replying to Mr. ‘Lyon, Mr. Ellis stated that he 
thought the cost of road and equipment on his road rep 
resented all expenditures, but promised to ascertain this 
exactly. 

Witness and-Mr. Thorne clashed over the separation 
of passenger and freight accounts. The shippers’ coun- 
sel asked that the same separation as made in the Wis 
consin passenger case be made here. Mr. Ellis did not 
care to go to the expense of making such a separation. 
In the state case, speed and tonnage for a year had been 
figured on the basis adopted that the higher speed of 
passenger trains did more damage to the track than the 
heavier weight of the freight trains. He declared that 
had this division been used in the present case the road's 
case would -have been stronger, but not sufficiently 
stronger to justify the additional expense. In the Wis- 
consin case there was the general division of freight 
and passenger expenses, cost of conducting transportation 
and maintenance of equipment were apportioned on both 
the state and this case, while in the mainteanance of way 
and structure was divided in the Wisconsin case on the 
speed ton mile basis. The net result showed about 3! 
per cent of the operating expense chargeable to the pas 
senger business. 

Mr. Ellis felt that this was the railroads’ case; it 
they failed to make it as strong as they might, the shil 
pers should not complain. If Mr. Thorne insisted on a 
redivision of the St. Paul’s exhibits on the same basis as 


used in the Wisconsin case, Mr. Thorne should pay the 
bill. 


At the request of Mr. Atwood, adjournment was taken 
at 11:15 until 10 a. m. Wednesday, in order to give the 
shippers more time to prepare their case. 

Henry C. Wallace, publisher of Wallace’s Farmer 
was the first witness put on the stand Wednesday morn- 
ing. Mr. Thorne, whose witness he was, stated that the 
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yurpose in putting the journalist on the stand was to 
show that the burden of the rate increases should not 
he thrown on the farming interests and to give testimony 
n the rate of return to the farmer. 

Witness stated that he had made his calculations as 

rate of return on the following basis: He had as- 
sumed that one man owned the entire state, had divided 

into quarter sections and rented out. 

He stated that on December 1, 1907, the U. S. De- 
irtment of Agriculture gave the value of Iowa crops 
s follows: Corn, $116,195,000; wheat, $6,276,000; oats, 


$41,382,000; barley, $8,501,000; rye, $606,000; potatoes, 
36.592,000; hay, $39,200,000: flaxseed, $228,000; miscel- 
laneous crops, estimated by the Iowa authorities, were 
$19,430,000. He estimated the value of the land at $70 

- acre, or $2,115,494,000. The gross income would be 
$228.416,000. Figuring on a rental basis of two-fifths 


share to the landlord and allowing $3 per 10,000,000 
es pasturage, the landlord’s share would be $121,366,400. 

s would be a return of 5.16 per cent, out of which 

landlord must make repairs, pay insurance, etc. 
Taxes were about $10,756,488, leaving a net income of 
$110,609,952. 

On the other hand, he figured the average equip- 
ent per quarter section at $2,000. Depreciation on 
orses at 10 per cent, machinery 7 per cent. The total 
expenses, including labor, board, seed, etc., reached $251,- 
159,070, against a return to the renter of $177,049,600— 
rr a dead loss of $74,109,470, or $393 per quarter section. 
Labor was figured at $94,444,500. In 1908 he figured 
he loss per quarter section at $290; 1909, $305. In 1908 
the landlord’s return was 5.07 per cent; 1909, 4.04 per 
ent, 

Mr. Wallace explained that the reason the farmer 
was able to get along despite these figures was that the 
hired help was in many cases performed by the farmer’s 
children. No allowance was made in figures for the 
renter’s own labor. 

The average renter makes no allowance for depre- 
ciation. 

Replying to Commissioner Lane, witness stated the 
average cash rental was $4 per acre. Census estimates 
place the value per acre at $100. Out of this 4 per 
cent return, the owner pays taxes and furnishes the 
material for customary repairs; in anything in which 
skilled labor is required, both labor and rental are paid 
ior by the owner. 

Commissioner Lane stated that statements have ap- 
peared that the farmer was generally prosperous; that 
the Iowa and Kansas farmers had been purchasing large 
numbers of automobiles. Did this evidence any partic- 
ular prosperity on the part of such farmers? 

“Yes, it did,” answered the witness, but he could 
Set no definite figures on the number owned. 

Mr, Lyon inquired whether the automobile was not 
being purchased from a purely business standpoint. The 
Witness declared this to be so. The average price paid 
Was from $1,000 to $1,200. The average cost of mainte- 
nance for work horses per quarter section was estimated 
at $500 per year; driving horses probably cost as much 
more. The automobile could do much more work in 
a shorter time and at a lower cost. It was unquestion- 
able that eight months out of the year the automobile 
was an economic advantage, and its purchase by the 
farmer more justifiable than by the city man. 

Figuring on the value of the fertility carried away 
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by the crops, for 1909 he estimated it at $88,320,000. 
This was fertilization cost. Reduced to quarter sections, 
this was $391 for nitrogen, $13 for phosphorus and $63 
for potassium, or a total of $467—something less than 
$3 per acre. In Iowa, however, the potassium was an 
element not necessary to be considered. He declared in 
Illinois, as high as $6 or $7 was spent per acre for 
fertilization. 

Commissioner Clark questioned the witness closely 
as to whether this situation was true in Iowa. Mr. Wal- 
lace acknowledged that a large portion of the grain was 
fed to the live stock on the farm, but declared that 
the soil was still being robbed of its fertility. He ex- 
plained, also, that the figures he used were the only ones 
available. 

He averred, however, that Iowa and Illinois have 
been drawn into this “grain” system of farming as 
against the live stock. He felt that the United States 
should consider live stock traffic as staple as much as 
the grocer his sugar. 


Wallace Ends Direct Testimony. 


Rates should be low enough, declared Mr. Wallace, 
to permit the free movement of live stock traffic and to 
encourage this system of farming in preference to farm- 
ing for the marketing of grain products, a process akin to 
mining in that it robbed the soil of its riches without put- 
ting back any of the treasures of the earth. 

The witness read figures compiled by Professor Hop- 
kins, whom he characterized as an expert on fertiliza- 
tion of the soil, in which the professor showed that live 
stock farming meant a smaller decrease in fertility. Mr. 
Wallace insisted, however, that the present tendency is 
toward grain farming. He drew attention to the exodus 
from the more highly developed western states to those 
sections in which land was cheaper and, beyond this, he 
pointed to the abandoned farms of the eastern states, 
where the soil had been so devitalized by long continued 
grain farming that the owners had left it for more fertile 
fields. 

A three-cornered clash ensued between Messrs. 
Payne, Atwood and Wallace as to the status of the 
farmer who had moved to the small town. Mr. Payne 
maintained that this agriculturist had grown prosperous 
off the products of the soil and was able to retire to en- 
joy the fruits of his labors; Mr. Wallace and Mr. At- 
wood contended otherwise and the point was made that 
the farmer who went to town was the one who had out- 
lived his usefulness as a tiller of the soN and had 
grown too old to stand the strain. 


Lyon Asks About Land Values. 


Opening the cross-examination, Attorney Lyon asked 
what had kept up the price of farm lands in Iowa de- 
spite the poor returns to the renter, as shown in Mr. 
Wallace’s earlier estimates. Witness answered that the 
lands had shared the general increase in value common 
to all western agricultural sections. 

A few years ago corn had been burned for fuel; the 
witness could also recall selling hogs for $2.95 per hun- 
dred pounds. 

Commissioner Clark interrupted with the statement 
that the railroads were claiming that they were losing 
money hauling live stock to Kansas City at the rates 
now in effect; the farmer cried that he was losing when 
bacon was bringing 40 cents. Mr. Wallace replied that 
he did not assert that the farmer lost on his live stock; 
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on the contrary, he contended that this was profitable 
and that the last three years have been exceptionally 
good ones for the ruralist. 

Replying to queries put by Commissioner Lane, he 
said that the owner of farm lands could get higher rentals 
now than were obtainable a decade ago. How much 
more he was unable to state, but felt that it was 20 per 
cent and possibly 30 per cent more. In explanation of 
this he cited the increase in the price of farm products 
and the decrease in the actual number of land owners. 

Attorney Lyon drew from the witness the statement 
that the general increase in population, particularly ur- 
ban, with no increase in the farming area, had also 
tended to boost the value both of the farm lands and 
the products thereof. 

Mr. Wallace did not feel himself qualified to express 
an opinion on the question as to whether the railroads 
had prospered equally with the farmer in the last ten 
or twenty years. 

Mr. Payne conducted the cross-examination for the 
railroads. The witness said he had ceased to live on a 
farm in 1893; since 1895 he has been in the tarm paper 
publishing business. 

Counsel quizzed the witness on the omission in his 
estimates of returns to the farmer of such items as 
cattle, dairy products, poultry and fruits. Mr. Wallace 
called attention to the fact that he had specifically men- 
tioned this fact when he submitted his exhibits. Pressed 
further by the railroad lawyer, he declared that Mr. 
Payne was making the same mistake many other people 
made; that he was figuring in all these items in the 
returns from the farm, without taking into consideration 
the fact that it took part of the grain products to main- 
tain stock and poultry. In his figures, he pointed out, 
while these items had been omitted, he had stated the 
total production in grains, hay and miscellaneous pro- 
duce, not the amount that had been sold. 

He admitted, however, that the farmer is now en- 
joying great prosperity. This he attributed in a measure 
to the increased value of his products, but was unwilling 
to state that increased production was also a factor. It 
was further conceded that the trend of money was now 
to the east instead of the west. 

Mr. Payne declared his line of questioning was in- 
tended to show that in the last twenty years the farmer 
had so prospered that not only was he able to pay off 
his debts and make a comfortable living, but that he now 
had money to lend. 

The controlling reason for this, in Mr. Wallace’s 
opinion, was that the labor on the farm was in a large 
measure done by the farmer’s children; that if he had 
to hire all his labor, as figured in Mr. Wallace’s esti- 
mates, then the deficit from farm operations would be 
real instead of hypothetical. 

Commissioner Lane interrupted the cross-examination 
with the statement that nobody was denying the fact 
that the farmer was making money. 

The commissioner then asked Mr. Wallace to assume 
that a farm was worth $120 per acre; that half of it 
was mortgaged at 4 per cent and stock issued against 
the remaining half; that against this was charged the 
cost of labor, including superintendence, and everything 
raised was credited to it and no allowance was made for 
depreciation; what would be the return on the stock? 
Mr. Wallace did not believe there would be any. 

Mr. Wallace again reiterated his opinion that the 
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reason the farmer was able to get along was the fact 
that the large item of labor was performed by the 
farmer’s children. 

“Then a childless farmer would be a bankrupt?” 
queried the commissioner. 

Witness thought that he probably would. 

On redirect examination, Mr. Thorne brought out the 
fact that, although Mr. Wallace had not lived on a farm 
since 1893, he was still engaged in farming. 

A recess was taken at 12:20. 


H. G. Wilson Takes Stand. 


When the hearing was resumed at 2 o’clock Wednes-. 
day afternoon Mr. Atwood placed H. G. Wilson, trans. 
portation commissioner of the Kansas City Commercial 
club, on the stand. 

Mr. Wilson testified that in 1902 freight rates be 
tween the Missouri river and the Atlantic seaboard were 
on a somewhat low basis; this was largely due to the 
excessive competition between carriers. About 1903, un- 
der explicit instructions from the executive railroad offi- 
cers, the traffic departments of the various lines had 
succeeded in advancing the rates. This was done ina 
two ways: either by increasing the published charges or 
by obtaining the full tariff rates that previously 
vailed. 

Along in 1900 and 1901 there were considerable 
upward readjustments in rates through changes in classi- 
fication. 

Following the enactment of the Hepburn amendment 
to the commerce act there was another increase in trans- 
portation charges, due to the practically complete abo- 
lition of the rebate system. On Atlantic seaboard-Mis- 
souri river business he believed that this had meant an 
increase of about 40 per cent in the revenues received by 
the carriers. Rates in Central Freight association terri- 
tory, as well as charges in other sections of the country, 
were also increased by the elimination of the rebate, but 
not to such a large extent. It was his recollection that 
the Atlantic seaboard-Missouri river traffic constituted 
from 65 to 70 per cent of the total Western Trunk line 
business. 

Since 1905 there have been three classes of ad 
vances made: 

First, changes in carload minimums. 

Second, changes in class ratings. 

Third, direct advances in commodity rates. 

In support of his statement as to the first method 
of advance, witness filed a statement showing over 700 
increases in minima between September, 1905, and No 
vember, 1910. According to this exhibit, the minimum on 
building cement has been advanced from 30,000 to 40,000 
pounds; cereals, 30,000 to 40,000; barley, 30,000 to 36 
000; acids, 24,000 to 30,0000; brimstone and sulphur, 30,- 
000 to 40,000; borax, 30,000 to 36,000; calciums, 30,000 te 
36,000; copperas, 30,000 to 40,000. 

Among the other articles mentioned in which a¢- 
vances from 30,000 to 40,000 pounds were made in the 
minimums were: Stone and furnace cement, buckwheat 
popeorn, grain flour, N. O. S., grain screenings, malt 
starch refuse, rice, alum, pearl and soda ash, barium 
hydrate, crude glycerine, iron sulphide, black oxide 0 
manganese, brick, potashes, refrigerating compound, salt 
cake soda, sulphate of alumina, foundry facings, fertiliz 
ers, jute and jute butts, rice crystal, ice, iron filings, 
scrap cable, marble dust, agalite, asphalt, asphaltum tiling 
and brick, asphaltum pitch, barytes, chatts, clays, fuller’s 
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earth, feldspar, gannister, gypsum rock and powder, 
ground flint, kaolin, cryolite, ground limestone, magnesite, 
powdered ore, shale, silicon, silex, slag, talc, tiff, iron 
bullion, evaporated tank water, paving cement, slate roof- 
ing, stone, crushed and not crushed, tar, vitrified brick 
curbing, plasters and stucco, locomotive linings, clay cat- 
tle guards, sand, shells, sod, grinding pebbles, wood ashes, 
concentrated zinc, zinc dross, flue dust and sweepings. 

Among the articles in which advances from 30,000 
to 36,000 pounds were made in the minimums were: Fruit 
and vegetable crates, spools and bobbins, asbestos and 
sheepwool cement, roasted barley, brewers’ refuse, mus- 
tard middlings, brown salt from chemical mills, carbon 
tetrachloride, gas or ammoniacal liquors, various lime 
compounds, concentrated lye, magnesium chloride, core 
compound, steel plates for plowshares, babbitt metal, 
spent, barrel storage racks, beet pulp, boiler arches, last 
blocks and lasts, wooden boxes, brick drying shelves, 
wooden bridge material, cement grave vaults, canned 
goods, caustic, saltpetre, epsom salts, silicate solution, 
various sodium compounds, soot cleaning compound, tan- 
ners’ bate, chloride of zinc, cocoanut shells, compoboard, 
cheesebox stuff, wood cisterns, wooden drums, tobacco 
poles, hoops, blue vitriol, cottonseed meal and cake hulls, 
etc., disinfectants, barn door hangers and rollers, ar- 
mored tubing, telegraph wire, electric motor car trucks, 
castings for electrical machinery, iron conduits and pipe, 
electric cable supports, street mains and couplings, arms 
and hangers for electric light poles, insulators, telegraph 
and telephone brackets, tanning, fence posts, tile clay and 
cement, iron fencing and railing, wire and wood fencing, 
oak gates and posts, wire fence stays and clamps, wire 
iron and steel, guano, fire escapes, fire extinguisher fluid, 
fish (other than fresh), fuel blocks or brick, peat, wood 
fuel, steel couch material, school desk castings, iron side 
bed rails, table slides, pickled deerskins, gas reservoir 
material, rough glass (rolled or ribbed, etc.), common 
window glass, glucose products, grease, candles, mince- 
meat, piloncicos, polishing and buffing compounds (ex- 
cept liquids), starch, sugar, maple sugar, syrups, rice 
flakes, handles, iron and steel articles, furnace ladles, hay 
bale ties, rack clamps and brackets, hooks, hoops, calks, 
iron rust, lag screws, lockers, masts, nuts, various lead 
products, vinegar and pickle kraut cucumbers, mantles, 
metal workers’ supplies, mill stone, crude asbestos, soap- 
stone dust, tripoli, nails and spikes, degrass, glue stock, 
asphaltic slag, paints, paper, paper size, paste flour, roof- 
ing and roofing materials, various kinds of pipe and fit- 
tings, plasterboard rolling scraps, and various car brakes, 
fixtures and railway supplies. 

Mr. Wilson estimated that these increases affected 
about 16 per cent of the total number of articles carried 
in the Western Classification. If it were applied only to 
Such articles as have a carload rating, the percentage 
would be much higher. He also felt that the articles 
enumerated in his exhibit constituted a large portion of 
the tonnage of the carriers. 


Shows Classification Advances. 


What advances have been made by direct changes 
in the ratings on articles themselves during the same 
period was shown in the exhibit subjoined: 


Changes in rules of classification: 
: Rule 14-B now carries additional specifications for packages 
iim | pai strawboard and pulpboard boxes, with weight 

its 

Rule 16-B provides for loading and unloading carload freight 
at an additional charge. 
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Rule 17. Provision for elimination of 5,000 pounds when 
loaded through end doors not in present classification. 
Western Class’ tion 
No. 39, No. 49, 
Effective Effective 
Sept. 20, Nov. 1 


. 
1905 1910 
Class Class 
Battery fluid, in carboys, L. C. L.............66. ist D-1 
ee EE Ee rer re ee eee D Cc 
3arrels, casks, N. O. S., tierces, kegs, drums and 

WEE: DOG oh ori 5 ccnee-6nbe ved 6db00 0b6eeeen0eee 2 B 
Gal DESI. Won bs 6.40.00 9-060 6006 cunnr boss venncas eens D B 
Cork or cork waste, ground or granulated, L. 

a PE ER Ne ER NE A Ae: Fh 4th 3a 
Creamery and cheese factory apparatus, C. L... A 4th 
Feed troughs, N. ike s-cedire wwe sae be vake 665% A 3a 
Flax fiber, flax MA ORME RINE oi is.adigta a whic meen’ B 4th 
Hay and stock racks, combined, K. D., in bun- 

Ge Sie Ge Koa dn ca vhaded +c nctinn notes Coaaet wee 2a ist 


Rake teeth, taken out of agricultural implements 
and pk aced by themselves at 30,000 minimum, 
at 4th class. Classification now provides for 
rake teeth, 8,000 pounds, can be mixed with 
agricultural implements at Class A. 

Fanning mills, straight, C. L., at minimum of 
20,000 pounds, Class A, eliminated from present 
classification. Now 12,000 pounds, 2d class, 


Se ED TE  onis.5-0 web Caweequeenssuesene A 2d 
NOE: WEL, Bc, GO, Boe eid.c cece nedyseee cccesweeons 4th 3d 
Fiber packing boxes, K. D., L. C. L.....--eeeeee 4th 3a 
Piwer Beas DOR, C.. Tos cece dceiercvcccevewssane B 5th 
Wooden packing boxes, L. C. L.ncccccsccccccccs 3d 2d 
Wooden packing bomes, C. Tel... cccccccccscences B 4th 


Filing cabinets, C. L., rate eliminated. 
Leatheroid, pasteboard fiber and strawboard cans, 


Saree lids. & hie apne oon w yubhigienig didn tle a Whecatnidide s d 2a 
Strawpaper, Say Mk (ob 60 pabaete ved + ene e hse a iene ote 4th 3d 
SOOM GE WONTON NOS Bin 6idici0-4:sasnasce%n seclratte vebic D B 
Garment holder cabinet, L. CG. L......+.-eeeceeeee ist D-1 
Leaded and ornamental glass, including sash 

containing leaded and ornamental glass, in 

packages, not exceeding 20 feet united meas- 

urement, length and width added.............. 1st 1% 
Honey, in glass box, fronts exposed, L. C. L...... 1% D-1 
White or red lead kegs, iron or steel, C. L....... D 5th 
Solder, boxed, L. nash tet nies aneeiiae aed +o tenia 3a 2a 
Liquid phosphate clarifier, Ges, Baek Ga vena es wees A 4th 
Pe oe ES EE, Mn c.c a vagosebes oneabeesows A 4th 
ee nn Co we cccvedcnsenneeeevést 5th A 
Fire doors for elevators and partitions.......... B 6th 
Estimated weight on nails, etc., advanced from 

106 pounds per keg to 108 pounds per keg. 
Lemonade straws. boxed, L. C. L........sececces 1st 1% 
Black walnuts and hickory ery A 4th 
iar. Ui A co.cCeluinee ne hue o3-40000 Cdekee sae A 4th 
NY eG divin $a p24 FOS SRE ERAS D0 olde bes eee Kaiwbe A 4th 
i i Ct: Mt wabinee one h Mila 6 bed dwn e-e'hedee we sod 5th 4th 
Mess tables, stools and benches, C. L............ A 4th 
o,f...) Sa OIE eee 2a Ist 
i, eo SR OG ae eee 5th 4th 
Sewer pipe drain tile and cemetery tile, clay or 

oe ae GO Ee ea 3a 2a 
Sheet iron pipe, lined with cement.............. B 5th 
Pontoon, wooden or steel, C. L.........seeseeceee 4th 3d 
Preserves, in buckets, tubs or pails, L. C. L..... 2d 1st 
Sanitary pumps, C. pee a ea se A 4th 
GN: ES Bhs. 5 6.0 6. o'kndnds bes ces bebenebee kha D oy 
men 1 8 ey A ree eae 4th 8a 
Galvanized stee] tanks, nested, C. L............. 5th 4th 
Iron tanks, N. O. S., exclusive of oi] tanks, C. L. 4th 2a 
Cant hooks, boxed, clamp, etc., C. L............. B A 
POP MN, ile. Bhes's 5.04.0 se evelh cebleietcadeensaan A 4th 


Commissioner Lane asked the witness to explain how 
he regarded an increase in minimum as an increase on 
weight. Did Mr. Wilson assume that where the minimum 
was increased it would prevent movement? Was it pos- 
sible for the railroads to create a demand for transpor- 
tatian by advancing the minimum? 

To the last, witness said this would be applicable to 
certain commodities; an increase in the minimum would 
force purchases in larger quantities. But these cases 
were restricted. Minimums named in the classification 
applied over a large territory. An increase in minimum 
would help the jobber in the larger points, but it might 
be prohibitive to the smaller dealer. Thus the smaller 
shipper might be deprived of the benefit of a carload rate 
by his inability to purchase in the large quantities. 

Mr. Wilson drew attention to the fact that he had 
made no reference to stone, salt, malt, lumber, etc., be- 
cause these were usually provided for in individual tar- 
iffs and he had confined himself to Western Trunk line 
issues. 

Witness admitted, replying to Mr. Lyon, that it was 
exceptional to have a minmum greater than the loading 
capacity of the car. 
































Answering Mr. Thorne, witness said he did not under- 
stand that the minimums on sheep were greater than the 
actual loading capacity. Mr. Wilson professed ignorance 
as to whether this was true with reference to shipments 
into Chicago. 

Mr. Wilson admitted that he had made no attempt 
to check reductions in minimums and classification rat- 
ings. His exhibit of commodity rates was, however, he 
declared, complete with respect to both advances and 
reductions. 

Mr. Barton cross-examined the witness. Mr. Wilson 
denied that his primary duties were to attempt to secure 
rate reductions. He asserted he was charged with look- 
ing after Kansas City’s rate adjustment, which did not 
necessarily mean a reduction. For instance, he had rec- 
ommended, prior to the Kansas City differential grain 
rate case, an advance in grain from upper Missouri to 
lower Mississippi river crossings in order to establish a 
parity of conditions. He had asked that these rates 
should be so adjusted that the through rates from cer- 
tain Nebraska points to southeastern and Mississippi val- 
ley points would be the same whether moving via Kansas 
City or Omaha. 

Mr. Wilson supposed that there had been reductions 
in classifications. Further, from his general knowledge 
of conditions, he did not believe that reductions had been 


made in sufficient number to warrant his checkikng 
against these. 


Witness did not believe that the 40 per cent rebate 
had applied generally to commodity traffic. He said that 
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he had no personal knowledge of this—qualifying this by 


saying that he meant he had never paid any rebates 
himself. 


As to any individual now living to whom rebates had 
been paid, Mr. Wilson said his memory was defective. 

Replying to Mr. Lyon, the witness stated that his 
duties at Kansas City consisted largely in seeing that 
that point was not discriminated against in the matter of 
rate adjustments. 

Commissioner Lane said that he did not understand 
that because rebates were paid favored shippers that was 
evidence the rates themselves were too high; rather this 
was preference to particular interests. Mr. Lyon called 
attention to the testimony of Vice-president Thayer of 
the Pennsylvania at the New York hearing in the eastern 
rate advance case, in which it was testified that prior 
to 1901 rebates from the published class rates had been 
general; that the inference to be drawn was that the 
class rates had been too high and that the roads had 
found it more convenient to pay rebates than to intro 
duce commodity rates. 

Mr. Wilson testified that the class rebates had been 
general, though not universal—that it would be easier to 
name those who had not received concessions from the 
published rates prior to 1906 than those who did. He 
was willing to admit, however, that the allowance had 
not been uniform to different shipprs. 


The following statement of the history of the rates 


under investigation is compiled from an exhibit filed by) 
Mr. Wilson: 


SHOWING CHANGES IN COMMODITY RATES BETWEEN MISSISSIPPI RIVER, CHICAGO AND MISSOURI RIVER 
POINTS. 


From September, 1905, up to 


Commodity. 
Acid, in tank cars, viz.: 

Sulphuric and mixed....... is eect 

EE inne iti n nes Robe h o9 06) 6 uh ee re 
§Agricultural implements, hand... 
§Alumina, Sulphate of 


Apples 


PES eek bees ban nnads ae enr cus 


Alcohol, high wines, etc........... 


§Asphalt-Asphaltum, solid................ : 


Asphalt and asphaltum, solid....... 


rr, CD oo ccbebedencd a tswrnccacsscoes 6 6eiee SSSR 
ags and bagging, in bales or rolls........ 


i is OD, o. 2 wee sev ovtee® picewses wotetbe was eauace eats 
so awe ote nn bo eA ES Ow se Ge eames Sele eae 
TE cots ed auld Cie c os VOCs seaweeendeebes coensseScewen 


Barytes and dry earth, paint, ground OTe.............eseceeecees 


meee, beer tomke, hap tOGIC, SGC. oo cccccccveccccccccessive censeeoes 


Blankets, N. O. S., Blankets (Horse), Fly Nets, Blankets 
(Horse), any quantity ...........0... 


IL 2. ak, s baincm 0 si et0b.v alg eurawe uae 


Bones, hoofs, horns and horn pith........ 


Brick, including bath and enameled.... 


I I oe AL a Es 2's wine 8 6k ody Bins Skew W0-6d «aba ede Be 


DewNOarG Caper), WOE PUlH BEAL... .- -ncvccpacveccccvccccececs 





and including Suspended Rates. 


Rate. Suspended Rate. Total Increas¢ 
Date Miss. Chi- Min. Miss. Chi- Miss. 

E Yective. River. cago. Weight. River. cago. River. Chicag« 
May 1, 1910 10. 15. 30,000 12. 17. 02. 02 

40,000 
May 1, 1910 27. 32. 30,000 32. 37. 05. 05 
Feb. 4, 1907 15. 20. 40,000 
Jan, 18, 1909 17.5 22.5 40,000 21. 26. 06. O€ 
Feb. 4, 1907 16. 21. 24,000 bd 
Oct. 1, 1907 922. 27. 24,000 * 06. Of 
Feb. 4, 1907 27. 32. 30,000 
Jan. 18, 1909 30. 35. 30,000 35 40. 08. 08 
Sept. 5, 1905 25. 35. 24,000 
Oct. 1, 1907 28. 38. 24,000 35. 45. 10. 1 
Sept. 5, 1905 05. 10. 30,000 
Oct. 1, 1907 05. 10. 40,000 
Oct. 13, 1908 05. 10. 50,000 
Jan, 18, 1909 7.5 10. 50,000 9.5 12. 4.5 0 
May 21, 1908 10. 12.5 30,000 
Aug. 30, 1908 10. 12.5 50,000 12. 14.5 02. 02 
May 1, 1910 35. 45. 24,000 2. 52. 07. 07 
Sept. 5, 1905 15. 20. 24,000 
July 12, 1906 15. 20. 30,000 
April 1, 1909 16. 21. 30,000 19. 24. 04. 04. 
Sept. 5, 1905 22. 27. 30,000 
April 1, 1909 22. 27. 36,000 26. 31. 04. 04 
Nov. 21, 1968 12. es 40,000 
Jan. 18, 1909 13. — 40,000 15. ae 03. 
Sept. 5, 1905 12. 17. 40,000 
Feb. 4, 1907 15. 20. 40,000 
June 1, 1909 10. 15. 40,000 
March 1, 1910 12. 17. 40,000 14. 19. 02. 02 
Sept. 5, 1905 15. 20. 30,000 
Oct. 1, 1907 17. 22. 30,000 20. 25. 05. 0i 
Sept. 5, 1905 35. 50. 
Oct, 1, 1907 40. 55. 10,000 
June 21, 1908 40. 55. Any qty. 48. -63 13. ] 
Sept. 5, 1905 11. 16. 30,000 
Oct. 1, 1907 13.5 18.5 30,000 
Jan. 18, 1909 15. 20. 30,000 18. 23. 07. 07 
Sept. 5, 1905 11. 16. 30,000 
Oct. 1, 1907 12. aT. 30,000 , 
Jan, 18, 1909 13.5 18.5 30,000 16. 21. 05. 0 
Sept, 5, 1905 11. 16. 40,000 
Jan, 18, 1909 12.5 17.5 50,000 15. 20. 04. 04 
Sept. 5, 1905 2.25 $3.25 56,000 5 
Jan, 18, 1909 2.50 43.50 56,000 $2.52 $3.52 $27. $27 
May 21, 1908 12.5 17.5 40,000 3 
Jan. 18, 1909 13.5 18.5 40,000 16. 21. 3.5 3 


October 


Comm< 


Bettle cé 
Bottle c: 
sCalciur 


sCards, 
sCartrid; 
‘ement, 


tch, Cc 


‘ereal | 


cola 
nders 
oth, | 
<Cocoa 
sCoopel! 


»ppere 


emic 


vilat 


on 


Ne 


{Lin 
Lino 
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is by 
bates eee S Rate. Suspended Rate. Total Inerease. 
Commodity. Date Miss. Chi- Min. Miss. Chi- Miss. 
s had Effective, _ River. cago. Weight. River. cago. River. Chicago. 
‘ oe) ff) PPP errr rerio rere ct rcs TIP eee TTT ete) | CAP ee 27. 32. 18,000 32. 37. 05. 05. 
ive tte metic Be Shy Ea vine cc th pst accep WabbdaaSbds cectwlhws Canta May 1, 1910 35. 45. 4,60. 80. 25. 35 
i i ES s0 wy 0 bus Kadae estes ab bbb Sxee vo rctaaseersl even Sept. 5, 1905 15 20. 30,000 : 
t his Jan. 15, 1909 17.5 22.5 36,000 21. 26. 06. 66. 
i EE a it bcp MA WES USO Se eRe CaN cere een dias cols’ ..-May 1, 1910 35. 45. 24,000 42. 52. 07. 07 
that Siar Sn. SOREN, 5 owen bn d:6-0es ne bObecie bab AN AU EEG ches eases May 1, 1910 17. 22, 30,000 22. 27. 05. 05. 
‘ ‘ement, paving or roofing, in solid form, in barrels..........Nov. 21, 1908 10. 12.5 58,000 : 
ter 0 Jan. 18, 1909 10. 12.5 40,000 12. 14.5 02. 62 
tch, coal tar, tar coal, tar petroleum, in barrels.............May 21, 1908 7.5 10. 40,000 : 
é July 1, 1909 8.5 ys I 40,000 10.5 13. 03. 03. 
stand real products, cooked and partially cooked.................. Sept. 5, 1905 16. 21 30,000 
Feb. 4, 1907 16. 21. 24,000 
t was Oct. 1, 1907 17.5 22.5 24,000 
Jan, 18, 1909 20. 25. 24,000 22. 27 06. 06. 
r this olate, chocolate coating, COCOR.......ccccccccccccccccsesee may 1, 1910 35. 15. 30,000 42. 52. 07. 07. 
-alled nders, mill, scale, mill........-.. ie tukh:-6 6 ob eel «dike o at eselande May 1, 1910 t$1.65 $2.00 50,000 $1.95 $2.30 +80c 30¢ 
: 1 Cloth, DUE, PEOSROG, GY GOMTICIEE occiccc ce ceiciccseccesscasweis May 1, 1910 35. 50. Any quan. 42.5 57.5 7.5 7.5 
er of a ee rrr sy Tree r rr ee: eres sees May §&, 1910 i 32. » 34,000 32. 37. 05. 05. 
sCooperage (exclusive of beer pacKageS)..........cceeeeeeecees May 1, 1910 5 18.5 14,000 19.5 27 06. 8.5 
stern ppperas Or sulphate OF IFOMN...ccrcccccsccsccccccccccccccesessemept, 5, 1905 15. 40,000 
Jan. 18, 1909 17. 40,000 13.5 18.5 3.5 3.5 
prior per, sulphate of, blue vitriol...........cceeseeee a , --Sept. 5, 1905 15. 40,000 
ees Oct. 1, 1907 5 17.5 40,000 
een Jan. 18, 1909 20) 10.000 18. 23. 08. 08. 
t the emicals, drugs and medicines, dye stuffs...... --eFeb. 4, 1907 45. 30,000 
Feb, 19, 1907 55. 30,000 ~ 10. 10. 
; had en eg ee Te ee Na ee, ee -»-Feb. 4, 1907 22. 30,000 
_ Oct. 1, 1907 722. 7, 30,000 * 12. 12. 
intro Jan. 18, 1909 22 27. 30,000 26. 31, 09. 09. 
ims, Iron, returned....... ae ee 2 a, SR Pe a irscoe &, 2907 10. 15 30,000 
Oct. 1, 1907 {22 27. 30,000 + 
hae spar cryolite, also fluor spar in mixed C L with above..Sept. 5, 1905 15. 20. 50.000 
il Jan 1 1909 17.5 22°75 50,000 21. 26. 06. 06. 
ier to nvelopes, im WOOdEN DOKES.......ccccccccccccccccccccccccscscspept, 5, 1905 30. 45. 20,000 
Oct, 1, 1907 35. 15 24.000 * 05. 
n the I on Ge hk ot id benches ah Caehinio hab wee aire Pae ee ee Tee fay 1, 1910 35. 45. 10,000 42. 52. 07. 07. 
rges (portable), blowers, §drills (post).....................-May 1, 1910 22. 27. 30,000 26 31 04 04 
He EE, ese CMOS 66 OPN ROCOEMREE 6 CRASS S000 UES be OSes ET E68 Eb Gg ON Se UIST sep h, 1905 15. 65. 20,000 
oe Jan. 18, 1909 50. 70. 20,000 60. 80. 15. 15. 
Hag ‘ullers earth ..... ia a PE om TAD 4 = ae panes Sept. 5, 1905 10. 15. 40,000 
May 10, 1907 917 Be 10,090 . 07. 07. 
iss (broken), cullet. yn et. Ge, EAE Pe Wy on Fe -.----Sept. 5, 1905 10. 15. 40,000 
sad Jan. 18, 1909 11. 16. 10,000 13.5 18.5 3.5 3.5 
rates S€  orethietvebecns Raetngnins &6 RGSS nee Coe Sept. 5, 1905 15. 20. 40,000 
1d bi Oct. 1 1907 17.5 40,000 
Tan. 18, 1909 18.5 10,000 99. 27 07. 07. 
earts, children’s, collapsible, crated....... > ..-e-May 1, 1910 922.5 30 24.000 27.5 35. 05. 05. 
CETOSTIO GR GOGOOET 6 6 oo 66.0 bec c 606 cobs cock Sener ee esc odube sees May 1, 1910 35. 45. 20,000 42. 52. 07. 07. 
Hides, dry, goat skins, dry, sheep pelts, dry, pressed in bales.Sept. 5, 1905 27. 32. 20,000 
oR Jan. 18, 1909 30. 35. 20,000 35. 40. 08. 08. 
CRS OOS COR 0.6 60 06 OURS OCENRS HHECE 0 chet EHS CHDS 6 64S CRES ORD OSREES May, 1, 1910 $2.00 $2.50 40,000 2.§ $2.70 t20c 20¢ 
it Tn sc on wate masse $6 Mala AAs Sake womans woe eR een OE eee May, 1, 1910 {$1.96 $3.08 49,280 $3.50 t42c 42¢ 
pe (iron or steel), pipe conduit, pipe (cast iron) and con- 
nections, 18 inches or less in diameter, minimum weight 
rease 36,000 Ibs.; over 18 inches, minimum weight 30,000 lbs....... May 1, 1910 18.5 16,000 16. 21 2.5 2.5 
on pipe couplings ) ( Sept. 5, 1905 15.) 30,000 
icag a ds cai, caw cincintly awe pireee ocaaebaedsen ape’ ) Dec. 27, 1907 17.5 30,000 
nm pipe fittings \ i Jan. 18, 1909 18.5 20,000 
9 e well points ; March 1, 1910 18.5 16,000 16. 21. 06. 06. 
- ron or steel poles, for telegraph or telephone, or for electric ry..Feb. 4, 1907 17.5 20,000 
Jan, 18, 1909 18.5 36,000 
May 1, 1910 18.5 46,000 16 21. 3.5 3.5 
F ‘lycerin (crude) ....... , oe th ‘ evecesee vec OO 6, BOUL 15. 30,000 
Oct. 1. 1907 17.5 309,000 
Jan. 18, 1999 16. 40,000 15. 20. 05. 05. 
. m serap, borings, trimmings, etc., and old car wheels........Sept. 5, 1905 15. 40,000 
P Note.—Sup. 7 to W. T. L. 1-D changes minimum to 40,000 Ibs. May 21, 1908 15. 44,800 
Sept. 3, 1908 15. 50,000 12. 17. 02. 02. 
NM SCTA@P ...cccccecceccecss SOc ve cerseeonee owas coeee eept. 5, 1905 15. 30,000 
May 21, 1908 15. 33,600 
Aug. 30, 1908 15. 35,000 12. 17. 02. 02. 
ron and steel articles .. : : ; . Sept. 5, 1905 2. 27. 30,000 
Jan. 18, 1909 22. 27. 36,000 * * 
“ FG Pre eee eave fe Gigtte cma Sat ait ts .. Sept. 5, 1905 7.5 12.5 30,000 
lan. 3, 1908 6.1% 10. 40,000 * * eA back 
6 ‘Limestone (ground) ........ PE a ES PP Saree ...May 1, 1910 10. 12.5 40,000 12. 14.5 02. 02. 
‘ LER sctbasnMhaseoss suebess v0.00 60 ace an caaed Mckee Uatnrae ater sept. 5, 1905 22. 27. 40,000 
Oct. 1, 1907 27. 32. 40,000 
Aug. 30, 1908 27 32. 50,000 22. t29. 0. 02. 
4 Sept. 5, 1905 17. 22 30,000 
Oct... 3.) 2955 20. y+, Be 49,000 
Litharge (Class 5th, minimum weight 36,000)....... ...Jan, 18, 1909 21. 26. 40,000 722. 27. 05. 05. 
A a anc net b0d oe EURO bss beETS So < obo n0be.4a +e RE Feb. 4, 1907 40. 50. 14,000 
Oct. 1, 1907 "60. 80. Any quan. * 20. 30. 
ERO WS Willian ddiKewin vse ses beaecccece we cee cecveccews cece tec cae cthG ae nse On Gane (Sines 
dive stock, viz., Horses and mules.............cccccccccecccceet Tune 6, 1908 (individual line rate to apply, rate via Burlington 


Miss. Riv. CWT, 25.5c: Chicago, $82.50 per car, C., B. & 
Tariff D. F. O. Cc. C. No. 10055, Aug. 15, 1910.) 









Mactimneny Carmi WOME) 65.6566 << ceecicin asec venss ceccccteaece May 21, 1908 20,000 
Aug. 30, 1908 "9 80,000 * 02. 62. 
SE EO EEN GE ET Oe TET OL TN, LEO GS SOL May 1, 1910 y 20,000 32. 40. 05. 05. 
Se ani oa ae 2s, oul X ada WUMOE Eee dine he Wate a eal cum aTttss May 1, 1910 24,000 32, 37. 05. 05. 
Me ES kat Sebati eee sa0.¥s ebb tidy) Leave te caMaeyhecebdueaees Sept. 5, 1905 30,000 
Oct. 1, 1907 =. 20,000 
Jan. 18, 1909 2 30,000 23.5 28.5 8.5 8.5 
I NR cede caiiithe be seine div hs dheen mn nginnt side 4 dieing babe Sept. 5, 1905 10. 15. 30,000 _ 
et EE SS eas tae westena eed oles seh reegen Oct. 1, 1907 10. 15. 40,000 10. 15. — 
IRE SL Grcnlra sc Cibiaa bh edie adits cisch 4  6:6.0918.5 &, ene wre-oe-e May 1, 1910 12.5 30,000 . 14.5 02 
CR A neo att wh tan aso ve evke sevedev kus Feb. 4, 1907 6.4% 10. 40,000 6.74 t10. 
$Base bullion, copper plates, residue, etc...............eeeeees ae 1. oa a Ch Bn ony 412.% 717.% 
Pap wre . ET cd bias do penceee dain kee 6 he *e ). ’ 907 v- ee ov, 
per, wrapping, etc., not printed Oct: 1, 1907 in 20, 35,000 
Tan. 18, 1907 15. 20. 36,000 * per car $9.00 $22.00 
Pap ildi i strawboard...... Feb. 4, 1907 08. 13. 40,000 
per, building, plain or prepared, including strawboard Tuly 8° 1907 10. 15. 40,000 
Jan. 26, 1909 11. 16. 40,000 13.5 18.5 5.5 5.5 
Paper matting ..... Sauachd 6 ob:b CCMA CAPES tee ak a eNe ey ease eS Ke May 1, 1910 35. 45. 24,000 41.5 651.5 6.5 6.5 
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Denney ee 


I. Cc. C. No. A-115, 
never advanced. 
+Carried in Sup. 12 to 1-D. 
*Not carried in suspended tariff. 
Unless otherwise stated the suspended rate 
Where no minimum is shown in suspended 
tPer gross ton. 
Westbound. 
h}Eastbound. 
{Commodity rate canceled, 


effective May 1, 1910. Where only one 


is carried 
rate 


class rate applicable 


Trickett Testifies for Shippers. 


W. P. Trickett, executive manager of the Minneapolis 
Traffic association, was the second witness of the after- 
noon session. 

Answering Mr. Atwood, who conducted the direct 
examination, he said that he did not believe that Mr. 
Wilson bad overestimated the difference between the pub- 
lished rates and those actually collected by the railroads 
from the shippers before the abandonment of the rebate 
system. Now, he felt, tariff rates were being rigidly 
adhered to. 

Mr. Trickett called attention, in exhibits filed by him, 
that for the first time in Western Trunk line history ad- 
vances had been made on both in-and-out-bound Twin 
Cities’ business. 


SUMMARY OF NUMBERS eileen IN COMMODITY 
RA ‘ 
Between Chicago and Minneapolis (W. T. L. 5-C, I. C. C. A-114). 












Total advances 
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rate is 


Advances: Reductions: 
DEL. cavteseduwdosoewee 20 er ee 1 
POOUEMOUME $c ccoeccccvesose 45 — 
Southbound ............... 2 Total reductions ........ 1 
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; 5 Rate. Suspended Rate. Total Increase 
Commodity. _ Date Miss. Chi- Min. Miss. Chi- Miss. 
Effective. River. cago. Weight. River. cago. River. Chong 
Paper scrap, rags, Old rope, CtC.......-rcecccsccsecccsessescccce “May 1, 1910 13. 18. 30,000 21. v3. 03. 
$Phosphate, tri-sodium  ....cccccccccccccvccccccccccgcecccecs -+»May 1, 1910 17.5 22.5 40,000 21, 26. 3.5 3.5 
Picture frames, S. U., also §picture molding, in mixed carload 
EE MEE: | o.0 0. vb.b0-0 0 6.ccngee ees eeevenc Gus baey creeds eeeeenes +-+»-May 1, 1910 27. 32. 30,000 32. 37. 05. 05. 
Powder, Hercules, Giant, Forcite, etc. .......seececesevesccsecees Feb. 4, 1907 40. 50. 20.000 
Oct. 1, 1907 40. 60. 20,000 
Note.—From May 21, 1908, until May 1, 1910, no rate was 
published in commodity tariff, so have presumed that class 
rates were applied, viz., second class. 45. 65. 20,000 > 
SG «SRGEEEEE cc cccvccccceseroseecoeccesceccceccessesesenes -Feb. 4, 1907 11. 16. 30,000 
Jan. 18, 1909 12. 17. 36,000 14.5 19.5 3.5 3.5 
Roof coating, asphaltic, westbound............scececeeesccecees May 1, 1910 15. 20. 40,000 18. 23. 03. 03. 
EE. «on cccoebcldsse6eugieeceeueed oungececyebsesuesesunbe eee May 1, 1910 12.6 17.5 40,000 15. 20. 2.5 2.5 
OO or ere ee ere Peer Peter TTT Feb. 4, 1907 10. 30,000 
May 21, 1908 12.6 17.5 30,000 
Aug. 30, 1908 12.6 17.5 40,000 
SD, 6 dee ccece sede GWerdeeecbatus cesar eeeieotecpeteaeeen Feb. 4, 1907 12.5 17.5 40,000 
Oct. 1, 1907 722. 27. 36,000 
Aug. 30, 1908 17.5 22.5 40,000 21. 26. 8.5 8.5 
Dec. 26, 1908 15. 20. 40,000 18. 23. 08. 5.5 
Soap, released, to value 10c, soap powder, scouring, etc.......... Feb. 4, 1907 21. 26. 30,000 
Oct. 1, 1907 $22. 27. 36,000 01. 01. 
Shade cloth, plain, uncut and undecorated...............eeeeee Sept. 5, 1905 25 30. 20,000 
Oct. 1, 1907 27 32. 20,000 
Jan, 18, 1909 30 35. 20,000 35. 40. 10. 10 
Shade or curtain rollers, or slats (window) and fixtures....... Sept. 5, 1905 22. 27. 40,000 
Oct. 1, 1907 24. 23. 40,000 
Aug. 30, 1908 927. 32. 30,000 
July 15, 1909 24, 27. 50,000 
May 1, 1909 22. 27. 50,000 27. 32. 05. 05 
NE FS DOLE CLL Die SIE! SP LET A AOR Pot Oe HEA -May 1, 1910 10. 15. 40,000 12. 17. 02. 02 
WORM, MIME OF. ccddeccccccccescvssegecvscccoscccccesesbeccoecess Feb. 4, 1907 15. 20. 40,000 
Jan. 18, 1909 17.5 22.5 40,000 21. 26. 06. 06 
Soda, silicate, caustic, in barrels, casks, drums or pails, west- 
ie id ore Ridin wehe 60609 O6SSESHOEEI6REE SEH CHEDD OCC CC TEESE DUCES Feb. 4, 1907 10. 15. 40,000 
May 21, 1908 10. 15. 50.000 12. 37. 02. 02 
Soda, sulphate of (Glauber salts)... .cccccvcccccccvcssccccccces Sept. 5, 1905 15. 20. 40,000 
Oct. 1, 1967 422. 27. 36,000 
Aug. 30, 1908 17.5 22.5 40,000 
Sept. 1, 1909 12.5 17.5 50.000 15. 20. 02.5 02. 
a Se ea 005 6 ob eke 6 Seb Ww. 0 ws ah Boh 4 Sd 0 aoe by 0b ab iia le eee 13. 18. 30,000 
Jan. 18,. 1909 13. 18. 36.000 16. 21. 03. 03 
Shells, oyster and clam, crushed or ground...........eseeeseeees Sent. 5, 1905 12. . 30.000 
March 26, 1906 q11. 16. 40,000 bg 
Oe DOG 6 ddisic veces ccccotvescbsowcevresecescccesceccoesicebene Feb. 4, 1907 7.5 12.5 30.000 
Jan, 18, 1909 9. 14, 40,000 
April 15, 1909 9. 14. 30,000 11. 16 3.5 3.5 
Vehicles, children’s, and toy furniture, mixed carload........... Sept. 5, 1905 45. 65. 12,000 
June 7, 1908 q22. 27. 30,900 * 
EE» cea Sabeecerecae se CUSOCCCES waders scence us coy ebeeeeene es Feb. 4, 1907 15. 20. 30,000 
Nov. 17, 1907 17. 22. 30,000 
Jan. 18, 1909 175 22.5 39.900 21. 26. 06. 06 
Wheels, carriage or wagon, in white.............cceeceeececeeees Sept. 5, 1905 22.5 30. 20,000 
March 1, 1910 22.5 30. 26,000 ’ 
Wines, domestic, in glass, packed in boxes or in wood.......... Mi ay 1, 1910 35 45. 24,000 42. 52. 07. 07 
OE EE ccc ccniccscdaccccsdeseeocsbsteonceeesecsversencseveseen Sept. 5, 1905 12.5 17.5 30.000 
Aug. 30, 1908 12.5 17.5 40.100 15. 20. 2.5 2.5 
EES en ee ee eens ee ee ee eee Ce Feb, 4. 19C€7 18. 23 30.000 
Jan, 18. 1909 18. 2%. 36.000 q22. 27. 04. 04 
Rs MIND BE icc cede cccdécescesdwtscccevesccoseceseeseseeeen Sept. 5, 1905 10. 35. 40,000 
let. 1, 1907 12.5 17.5 40,000 
Jan. 18, 1909 15. 20. 40,000 18, 23. 08. 08. 
Unless otherwise stated the rate shown on lowest line is the current published rate as carried in W. T. L. Tariff No. 1-! 


carried, the same either originated with that issue or was 


in Sup 7 to 1-D. 
column the old minimum weight applies. 


Nee 


Between Minneapolis and Missouri River (W. T. L. 


t-D, I. C. ¢ 
A-115). (Kansas City to Omaha, Inc.) 
Advances: Advances: 
Kansas City Omaha 
DIES Sno 60's chevevoaes¥e 40 SEE arab tg ind bible 6.0.0.0.0.0 00% 
oe  , eee re 16 ll Ee 
BOGLHOOUMG 2. ccccvcccccess 34 eee 
Total advances ........ 90 Total advances ......... 
Reductions: Reductions: 
DEE 66 cexseewccnens 1 Southbound ............. 
— eee ie ee 
Total reductions ....... 1 - 
Total reductions 


Between Minneapolis and Sioux City and Sioux Falls (W. T. 1 
13-C and 13-D, I. C. C. A-112 and A148). 


Advances: Reductions: 
DE. sade cccbecevewasue 21 eer eee 
DEEL. 5.4 6. uin-00.06 baktsn 11 
WOUEINEEE cv evctcedccscees 29 Total reductions ....... 
Total advances ......... 52 


Between ag x and Missouri River, Kansas City to Sioux Cit: 
Inc. (W. T. L. 1-D, 50 and 50-A, I. C. C, A-114, A-85 and A-139 


Kansas City and Omaha Sioux City 
Advances: Advances: 

PR ticnne s oeue et eracpeel 45 BERET S whtes ba.pu0see cece t 

Northbound .......ccee. coedl POOTENUOUME 6 ccc cccctcecss lf 

eee --41 rrr Tritt 3 

Total advances ...... 2297 Total advances ......... 8 

Reductions: Reductions: 

Southbound ......... ‘ ee I BouthbouMd .....c.ccceoees = 





Total reductions .......- 


ee 
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NOTE.—Commodity rates and advances shown in the state- 
nent do not include those shown in Western Trunk Line Tarifts 
Nos. 13-C and 13-D (1. C. C. Nos. A-112 and A-148),° between 
Minneapolis and interior lowa or Missouri points (Groups 1 to 
|, excepting Group 8), or between Chicago, etc., and same lowa 
or Missouri points shown in Western Trunk Line Tariffs Nos. 
=) and 50-A (I. C. C. Nos. A-85 and A-139), for the following 
reasons: What is shown herein for Chicago practically covers 
‘hicago rate territory in Iowa and Missouri on and east of line 
of the Iowa Central Ry., Albert Lea, Minn., to Eddyville, Ia.; 
thence C., R. L & P. and C., B. & Q. railroads to Hannibal, Mo. 
One hundred and five per cent of what is shown for Chicago, 
practically covers St. Louis and St. Louis rate territory in lowa 
and Missouri west of the western boundary line of Chicago rate 
territory shown above and east of line of C. G. W. Ry., Mason 
City, la., to Moorland, Ia., thence on and east of line of M. & 
St. L. Ry. to Des Moines, Ia., Wabash R. R. to St. Louis, Mo. 
What is shown for Sioux City, practically covers Sioux City rate 
territory in Iowa and Minnesota on north and west of line of 
illinois Central R. R., Sioux City to Fort Dodge, Ia., C. G. W. 
Ry. to Manly Junction, C., R. lL. & P. Ry. to Minnesota-lowa 
tate line: south of Minnesota-Iowa state line to C., St. P 

& O. Ry.; thence on C., St. P.. M. & O. Ry. to crossing with 
G. N. Ry.; thence G. N. Ry. to Sioux City, Ia. What is shown 
for Omaha and Kansas City, covers the remaining Iowa and 
Missouri points shown in Tariffs 13-C and 13-D. 


A summary of proposed advances between Minneap- 
olis, Hopkins, St. Louis Park, etc., and points in Illinois. 
lowa and Wisconsin showed the following situation: 


Advances: Reductions: 
NOPERMOUM ccc ccctcccsvcve 32 RS ] 
SoutWBGUM oc cccccccscvves 16 DOOM ok 6c cccvsoeccee 2 
WASCHOUME .cccccccvccccsees 5 _ 
WestDOuTd ...ccccccccccses 21 Total reductions ........ 2 
Bet. 6.640604 bcc cesous ee 9 
Total advances .........83 


The witness told Mr. Lyon that it was his under- 
standing that there had been a general departure from 
the published schedules of the carriers prior to the enact- 
ment of the Hepburn law. 

On cross-examination by Mr. Payne, he declared that 
he had personal knowledge of rebates. Sometimes these 
had been effected through contracts, sometimes by the 
actual refund of money. 

Mr. Payne was insistent upon knowing whether the 
witness had personally participated in any rebate trans- 
actions. Attorney Dawson of the Kansas railroad com- 
mission objected to questions along this line. His ob- 
jections were overruled. 

Mr. Trickett then stated that at times he had acted 
in rebate transactions for the shipper, at times for the 
carrier and at other times he had represented both in- 
terests. 

Counsel for the railroad demanded specific informa- 
tion as to names of roads and officials involved, amounts 
paid and time of payment. There was considerable con- 
troversy between opposing counsel as to whether this in- 
formation should be given. Mr. Trickett declared that 
he would not mention specific roads and officials. 

“You say you won’t?” demanded Commissioner Lane. 

Witness replied that he would prefer not to. 

Mr. Payne declared he was willing to accept re- 
sponsibility for any disclosures that might affect the 
Great Western. 

Commissioner Lane suggested that Mr. Trickett give 
Mr. Payne a written memorandum of some specific trans- 
action involving the Great Western. Mr. Payne averred 
he was willing to have the statement made before every- 
body at this time. Mr. Trickett, however, declined to ac- 
cede to Mr. Payne’s demands at this time and indicated 
that he would follow the commissioner’s suggestion. 

E. J. McVann, manager of the traffic bureau of the 
Omaha Commercial club, was then sworn. 

Mr. MecVann stated that he had examined the various 
exhibits submitted by the roads in this case and had 
directed particular attention to the claims of the St. 
Paul, Santa Fe, Northwestern and Burlington lines. 
Referring to the appraisal of Burlington terminal 
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property at Omaha as made by General Manager Frank 
E. Ward of that line, viz., $3,300,000, witness stated that 
he found the property was assessed on a valuation of 
$831,205. 

Adjournment was taken at this point, 4:20, until 10 
o’clock Thursday morning. 

Mr. McVann, manager of the traffic bureau of the 
Omaha Commercial club, again took the stand Thursday 
morning. 

He stated that he found the actual value of the Bur- 
lington’s Omaha terminals to be $1,000,000 odd, against 
General Manager Ward’s reproductive value of $3,000,000 
odd. Taking the “sales method” of computation, checking 
against sales the recorder’s judgment, he found that the 
basis of railroad purchases in Omaha was 150 per cent of 
the actual value, which is in turn 133% per cent of the 
assessed value. The percentages at other cities varied; 
at St. Paul the result was 175 per cent; Duluth, 125 per 
cent. 

Assuming the Omaha basis of 150 per cent, Mr. 
Ward’s estimate of the land value at Omaha would have 
to be cut in two. 

Generally speaking, in 1910 he found an unprece- 
dented increase in the operating expenses of the Santa 
Fe, Northwestern, Burlington and St. Paul, which roads 
he averred make the transportation conditions in the en- 
tire territory covered by the rates under suspension. 

He found that the Santa Fe company’s maintenance 
of way, structure and equipment accounts in 1910 in- 
creased approximately 25 per cent over 1909 and cost of 
conducting transportation, 23 per cent; for the North- 
westemm the percentages were 22.5 per cent and 21.6 per 
cent, and the Burlington, 16.5 and 17 per cent. 

Commissioner Lane asked if Mr. McVann also had 
figures on mileage and tonnage, saying that the first 
figures would otherwise be of no value. 

For the Santa Fe Mr. McVann stated that the mile- 
age was 7,458 plus in 1909 and 7,459 plus in 1910; ton- 
nage, 14,000,000 in 1909, and 16,000,000 odd in 1910. 

The mileage of the Burlington, witness said, showed 
practically no change during the two years. Tonnage 
increased from 25,000,000 plus to 28,000,000. Traffic dens- 
ity increased from 734,000 to 824,000. 

Witness was unable to give 1910 tonnage and mile- 
age of the Northwestern. General Counsel Hyzer, of that 
line, said he would be glad to furnish this data. 

With a road that has been kept up in the condition 
that Santa Fe officials claim that system has, witness 
thought its increased business would be most noticeably 
refiected in transportation expenses. On the Santa Fe 
he found the cost of conducting transportation to be 45.36 
per cent of the total operating expenses; in 1909, 45.52 
per cent. 

Maintenance of way and structures, an expense which 
witness assumed would follow increased business more 
slowly, increased from 22.28 per cent to 25.15 per cent 
of the total operating expenses. 

In possible explanation of the increase in this item, 
he said he had read that the amount of material on hand 
at the end of 1910 was several million dollars more than 
in 1909. He did not understand whether this material 
was charged until actually used, but he could see that 
there might be an expense due to the handling of this 
large amount of non-revenue freight. Whether this was 
true with reference to the Santa Fe’s operations, he was 
not able to state. 
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Mr. McVann thought it a sound rule that increased 
business should be first reflected in the cost of conducting 
transportation on a road that has been well kept up. 

Therefore, when the increase is reflected in main- 
tenance against a decrease in transportation cost, witness 
thought this would show an abnormal condition. 

Replying to Commissioner Clark, witness admitted 
that if the percentage of maintenance had not increased, 
the percentage of cost of conducting transportation would 
have been greater. 

Because of the absence of alignment in the division 
of the operating expenses, he did not believe last year’s 
figures typical. 

He found that the Northwestern’s expenses increased 
greater than the Burlington, but not as great as the Atch- 
ison’s. Taking President Gardner’s statement as to the 
weather conditions during three months of 1910, he felt 
that an abnormal increase in expenses over 1909 was 
shown; and that abnormal increases should not be taken 
as a basis or standard for future rate-making. 

Mr. McVann was inclined to disagree with Mr. 
Ward’s minimizing of weather conditions as affecting his 
road. Witness said that the fact the St. Paul and North- 
western were so badly tied up that the increased busi- 
ness thrown to the Q if that line was unprepared would 
also swell that road’s expense. 

Reference was also made to the coal strike as in- 
creasing the cost of fuel to the carriers and diminishing 
the soft coal traffic. 

On the whole, he felt that conditions in 1910 were 
abnormal and that increases in rates should not be based 
on increased expenses in that year 3 


McVann Gives Depreciation Figures. 


Continuing his testimony Thursday morning, Mr. Mc- 
Vann gave 1910 depreciation figures as follows: Santa 
Fe, $1,660,000; Burlington, $4,250,000, and Northwestern, 
$1,162,000. The total number of freight cars owned, as 
reported in 1909, were as follows: Santa Fe, 44,584; Bur- 
lington, 49,052, and Northwestern, 58,407 cars. 

In 1901 the empty car mileage on the Burlington was 
43.5 per cent of the loaded car mileage in 1910, 41.3 
per cent. 

He disputed Mr. Ward’s deduction that the decrease 
in tonnage per train mile was an indication that economy 
in operation had been passed. 

Taking up the question of merchandise package 
freight he stated that for 1909 the Nortwestern reported 
6.15 per cent of the tonnage as merchandise. Whether 
this included both L C L and C L traffic, he could not 
determine. The St. Paul’s proportion was 10 per cent. 
It was definitely stated that the Santa Fe’s L C L mer- 
chandise traffic was 6.8i per cent of the total tonnage. 

He believed that the effect of the higher cost of 
handling this business on the total operating expenses 
had been exaggerated. 

Mr. Atwood wanted to know the difference in cost 
between handling way freight or schedule package R Q 
cars. Witness felt that the R Q method was more ad- 
vantageous to the railroad. The old method meant mix- 
ups, stray bills, claims and vexatious delays. 

A car is now loaded at Omaha for Hastings and way. 
When the car reaches Hastings the lading for that town 
is taken out and the balance sent forward to destina- 
tions by way freight. Under old methods, the traffic 
would have been all sent out as way freight from 
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Omaha, and less expedited handling would have bee) 
the result. 

Mr. McVann felt that the increase in rates asked 
for by the railroads would have the effect of decreas 
ing the revenues of the carriers. Why? Because kx 
thought that it would retard the movement of business 

Recess was taken at this point until 2 o’clock. 

When Mr. McVann resumed the stand, following th 
noon adjournment, he was asked to name a specifi 
commodity, the movement of which would be retarded 
by the increase in rates. He stated that the Wester 
Trunk line tariff under suspensions advanced cast-iro) 
pipe rates 35c per ton to the Missouri river; that would 
have affected a contract for delivery of 20,000 tons. 

Mr. Dawes made the point that there would hav 
been the movement even had the rate gone into effect 

Mr. McVann insisted that from his talk with the 
purchaser of the pipe, this rate would have been un 
duly burdensome. 

Commissioner Lane thought that Mr. Dawes was in 
quiring whether this pipe would have been contracted 
for had the suspended rate been in effect. Whether this 
would have been done the witness did not know. 

Mr. McVann explained that he did not maintain that 
there would be any actual decrease in the total volume 
of tonnage; that the iron pipe, for instance, would hav« 
to be purchased somewhere, but he did contend that th 
advance would affect the movement on particular roads 

Mr. Dawes asked if the witness was putting his 
opinion as to the effect of these advances against that 
of the traffic managers of the road that these increases 
would not retard the free movement. Witness said tha 
he did. 

Mr. Lyon asked Mr. Dawes if he took the positio1 
that an advance would not have a tendency to restri 
the movement. Mr. Dawes retorted with a query whethe! 
Mr. Lyon believed that an advance of one cent on iro! 
would have any effect on the traffic. Mr. Lyon 
swered that he did. 

Mr. Atwood asked Mr. McVann to cite authorities 
who supported his view as to the effect of rate changes 
on traffic movements. Witness started to read from Noyes 
on American Railroad Rates and Hadley on Transporta 
tion. 

Mr. Hyzer objected to the introduction of such evi 
dence. Messrs. Atwood and James argued in favor of th 
admission of the testimony, Mr. Atwood calling attention 
to the fact that medical experts were accustomed t 
back up their evidence with quotations from medical 
authorities. 

Commissioner Lane interrupted by stating that 
would not listen to arguments on the rules of eviden 
Mr. Hyzer’s objection was overruled. 

Mr. McVann then cited McPherson on Freight Rat: 
as another authority. 

Witness also called attention to the fact that fo 
lowing an advance in rates on oats from Omaha soul 
there had been a diminution on the movement in 
direction. He admitted that the grain probably mo 
to other points. As to selling prices and other « 
tions surrounding the movements he professed is 
ance. 

Replying to Mr. Payne, who conducted the c1 
examination for the railroads, Mr. McVann declared t 
he had experience in rate-making—explaining this as ! 
the actual clerical labor involved in compiling tari 
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but experience through conference and study of the 
question, 

He deckared that he had recommended in 1902 an 
advance in grain rates from Sioux City to South Dakota. 

Mr. Payne questioned the witness closely on his 
railroad knowledge, dwelling strongly on the fact that, 
as the lawyer phrased it, Mr. McVann was without ex- 
perience in the actual operation of a railroad. He 
quizzed the witness at length on his service with the 
transportation companies, two years in a clerical and 
stenographic capacity when the witness was in his teens, 
fifteen years as freight solicitor on off-line points for 
the Union line and special service about 1904 in a Texas 
rate case. Mr. McVann also repeated his evidence, given 
on direct examination, of his service in a traffic capacity 
for various western commercial organizations, particu- 
larly Sioux City and Omaha. 

The railroad lawyer practically confined his entire 
cross-examination to this one phase—Mr. McVann’s rail- 
road experience and rate-making knowledge—creating the 
impression that it was his purpose to show that the 
witness was not qualified to speak as an expert upon 
the subjects upon which he had testified. 

Mr. Dawes followed Mr. Payne in the cross-examina- 
tion. Counsel for the Burlington quizzed the witness oun 
his estimates of land value of the Burlington’s Omaha 
property. It developed that this did not include the 
terminals at either South Omaha or Gibson, though the 
railroad contended that Mr. Ward’s appraisal had cov- 
ered the properties of the road at both these points as 
well as at Omaha proper. 

Mr. McVann was asked whether his estimate of re- 
production cost of the Omaha terminals had included 26 
miles of right-of-way in that city. This he was unable 
to state off-hand, but said he could refer back to the 
figures and plats in the county offices at Omaha and 
ascertain this, if desired. This he was not asked to do. 

The witness explained that his testimony on land 
values had not been given with a view of quarreling 
with or casting suspicion on the honesty of Mr. Ward’s 
estimates. His one point of disagreement with the Bur- 
lington general manager’s appraisal was as to the multi- 
ple used in figuring reproduction costs. To take three 
times the actual value, as Mr. Ward had apparently done, 
he believed erroneous. His idea was that 1% was a 
fairer multiple. 

He was fortified in this view by the estimates being 
made for the Nebraska state railroad commission by a 
Mr. Uhr. He denied, however, that his testimony was 
nothing than an adoption of Mr. Uhr’s ideas. He, him- 
self, had checked over figures drawn from the public 
records on conjunction with Mr. Uhr. This had lead 
him to agree with the Nebraska expert’s calculations as 
to the proper factor to be used in the estimate of re- 
production costs. 

He stated he was familiar with the Nebraska law 
which provided for taxation on one-fifth of the assessed 
valuation. He reiterated that the figure he gave, $831,- 
205, was the assessed valuation and not the one-fifth 
used for taxation purposes. 

In this connection, he called the Commission’s at- 
tention to what he believed a different practice on the 
part of the Burlington than other lines in Omaha. He 
testified that the Q does not return for taxation pur- 
Doses the value of the streets and alleys vacated for its 
use in the city, but takes the position that these are 
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not its property, that it has no owner’s rights therein 
and should not be assessed thereon. On the other hand, 
the Union Pacific does make returns of the properties so 
vacated and pays taxes on their value. This, he ex- 
plained, might be a factor in accounting for the wide 
difference between his and Mr. Ward’s figures. 

While he did not claim to have any personal knowl- 
edge of farm land values and farm land rights-of-way, 
it was his belief that the multiple of 1% instead of 3 
should also be used in estimating the reproduction costs 
of these properties. 

He likewise said that he did not have any personal 
knowledge of the terminal values at the Twin Cities or 
Duluth, but had obtained his estimates of reproduction 
multiples from Morgan’s report to the Minnesota railroad 
and warehouse commission. 

He believed that the reports of both Mr. Morgan 
and Mr. Uhr should be given the preference to Mr. 
Ward’s estimates where there was a divergence of opin- 
ion. He resented strongly, however, any insinuation that 
his ignorance of specific estimates of Mr. Morgan arose 
through any desire to put before the Commission half 
truths or false presentations of conditions. Mr. Dawes 
pleaded innocence to the attempt to make any such im- 
putation. 


Dawson Files Exhibits for Shippers. 

John §S. Dawson, attorney for the Kansas railroad 
commission, filed seven exhibits on behalf of his clients. 
The first of these was a compilation of per mile of road 
averages for the fiscal years of 1903, 1904, 1908 and 1909. 
On the Missouri, Kansas & Texas this showed operating 
revenues per mile of road in 1909 as $8,236—an increase 
of $1,613, or 24.35 per cent over 1903; operating expenses, 
$5,751 in 1909 against $4,806 in 1903, or an increase of 
19.66 per cent, and net operating revenue, $2,485 in 1909, 
an increasce of $668, or 36.76 per cent over 1903. 

For the St. Louis and San Francisco railroad the fig- 
ures were: 


1903 1909 Increase of Inc 
Operating revenues per mile..... $6,681 *$7,543 862 12.92 
Operating expenses per mile..... 4,325 *4,902 577 13.34 
Net operating revenue per mile. .*2,356 2,641 285 12.10 


*Figures based on monthly reports of revenues and expenses. 


For the Atchson, Topeka & Santa Fe Railway company: 


Per Ct 

1903 1909 Increase of Inc. 

Operating revenues per mile.....$7,930 $10,290 2,360 29.76 

Operating expenses per mile.... 4,615 6,083 1,468 31.81 

Net operating revenue per mile.. 3,315 4,207 892 26.91 
Figures for the Rock Island were: 

Per Ct. 

1903 1909 Increase of Inc 

Operating revenue per mile..... $6,601 $7,747 1,146 17.35 

Operating expenses per mile.... 4,190 5.396 1,206 28.78 

Net operating revenue per mile.. 2,411 2,351 +60 72.50 


t Decrease. 

The third exhibit, covering operating revenues in this 
territory and returns on estimated valuations, showed 
the following: 

Equals Follow- Equals Follow- 
Net Operating ing Per Cent ing Per Cent 


Revenue of Profit of Profit 
Per Mile of ona Valuation ona Valuation 


Railroad for of $25,000 of $30,000 

Railroad Co.— Year 1909 Per Mile Per Mile 
Po? Sy % 2 Ree $4,207 16.77% 14.00% 
dg ae oe ee ee ee ocie een 9.40% 7.84% 
ce SS A eerie S 9.94% 8.58% 


This was followed by compilations of the cost of ties 
for the decade ending June 30, 1908. The average for 
the Santa Fe was 55 cents, the cost in 1899 being given 
as 44, and for 1907 as 70.06 cents. For the M. K. & T. 
the average cost was 41.3 cents, ranging from 37.8 in 
1899 to 48.7 in 1908. 

Next Mr. Dawson submitted a statement showing the 
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ratio of total compensation paid to railway employes to 
gross earnings from operation for a period of 16 years. 
This showed the following percentages: 


1908. 1907. 1906. 1901. 1900. ©1893. 
An, T. & BS. Br. cccccccccccese 37.44 36.39 36.96 31.02 33.74 41.55 
C., B. & Q. RG.....eceeeees 40.98 38.99 37.90 41.81 41.17 43.05 
C., R. L & P. RYy..cseceeeee 2.54 41.60 40.65 32.60 33.83 39.92 
M., BK. & TF. RY... cccccccvcs 41.28 36.28 40.69 34.46 38.20 41.62 
Mo. Pac. RY...----seceeeees 51.16 47.61 47.33 41.36 42.89 42.37 
St. L. & S. F. Rd......... 44.55 42.40 41.58 34.77 25.33 34.76 


Mr. Dawson’s next exhibit was a comparative sum- 
mary of expenditures and valuation, etc., of fifteen 
southwestern roads. But one of these has become prom- 
inently identified with the case, viz., the M. K. & T. 
For this road, mileage owned June 30, 1908, was given at 
1,121.72; expenditures for permanent improvements and 
equipments, 1895-1908, inclusive, $5,116,083.86, an average 
per mile of $4,560.93; the valuation of the property as 
reported by the Texas railroad commission, $17,594,799.17, 
or $15,685.82 per mile; the estimated value of such per- 
manent improvements as were not covered by this valua- 
tion, $4,144,083.86, or $3.694.40, bringing the estimated 
value in 1908 up to $21,738,863.03, or $19,379.94 per mile. 

This figure covered only the mileage in Group IX. As 
reported by the Interstate Commerce Commission, the to- 
tal capitalization for the entire system was $69,521 per 
mile of line. 

Mr. Dawson’s final exhibit was a twenty-year review 
of Kansas agriculture from figures compiled by the 
agricultural board of that state. In this compilation were 
figures on the quantities and values of wheat, corn, oats, 
rye, barley, buckwheat, potatoes, castor beans, cotton, 
flax, hemp, tobacco, broomcorn, millet and hungarian, 
sorghum, milo maize, kaffir and Jerusalem corns, hay, live 
stock and horticultural products. The total value of these 
products in 1890 was $121.127,645; in 1894, $113,355,891; 
in 1899, $169,848,287; in 1904, $208,406,358, and in 1909, 
$307,538.165. The aggregate values for the twenty years 
were $3,736,270,323—or a yearly average of $188,163.516. 
During the same twenty years the yield of wheat was 
1,198,083,689 bushels; corn, 2,942,243,173 bushels; rye, 
37,623,292 bushels, and oats, 529,254,508 bushels. 


lowa Legislator on the Stand. 


George D. White of Nevada, Iowa, a member of the 
state legislature, farmer and member of the Corn Belt 
Meat Producers’ association, followed Mr. McVann on the 
witness stand. Mr. White appeared as a witness for the 
interests represented by Mr. Thorne. 

The witness offered in evidence a computation of 
present-day value of the St. Paul road, in contrast to the 
estimate made by Mr. Ellis when he was on the stand 
at the former Chicago hearing. Mr. Ellis, in an exhibit 
published in THE WEEKLY TRAFFIC WorLD for September 
24, 1910, estimated the net reproduction cost of the road 
at $293,318,963.02, or $40,202.71 per mile. Mr. White’s 
compilation on the same question showed the followii.z: 


COMPUTATION OF PRESENT VALUE. 





Miles, Estimated 
isti- Valuation, 
Present Value mated Per Mile 
Wisconsin state and railroad 

commission valuation of 

SE eG e sven és evoke ak ie oa $ 70,461,514.00 1,783 $ 39,518.51 
Railroad and warehouse 

commission of Minnesota, 

<< paki de & abate be vee 47,459,751.73 1,211 39,190.54 
South Dakota railroad com- 

ES aaa 29,026,713.00 1,534 18,928.75 
Ii'inois, on Wisconsin basis. 16,400,181.65 415 39,518.51 
Towa on Minnesota basis.. 73,325,500.34 1,871 39.190.54 
N. Dak. on 8S. Dak. basis... 2,896,098.75 153 18,928.75 
Mo. on Minn. basis........ 5.486.665.60 140 39,190.54 
Mieh. on 8S. Dak. basis..... 3,009,671.25 159 18,928.75 

PE a uw edie cd sheen $248,076,096.32 7,266 
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Additional miles in Minne- 














sota since 1907......... ‘ 1,332,478.36 34 $ 39,190.54 
EE: -Wekusadsteweeickes $249,408,574.68 7,300 
Less reduced miles in §&. 
WOK. MIMCe TITS icc ccccce 75,715.00 4 18,928.75 
Total present value....$249,332,859.68 7,296 $ 34,112.23 
Capital stock, COMMOMN............2.seeeees wivekeeiss $116,274,909 
Pe ce, ST voscg db erccebposeedbetécseoonne 116,348, 200 
ig Oe ee ee eT ee ee 177,534,500 
GE MI CONIOY 6. ace Sheds 64 FR isc hbw es cetan $410,157, 600 
Deductions: 
Stock held in treasury of company............sse.8- $ 745,200 
Stock issued to provide funds to be advanced to 
Chicago, Milwaukee & Puget Sound Railway 
Company for extension, construction and equip- 
ment of its lines, $99,492,800 (less $468,000) held in 
treasury and included above.........ccscsccccccce 99,034,006 
Bonds held in treasury or due from trustees....... 29,725,000 


Bonds issued to provide funds to be advanced to 





Chicago, Milwaukee & Puget Sound Railway 
Company f6F GXtOMSION, OIC... occ vccccccccccccsees 28,000,000 
024 Line Dinka vom hechurinagaes eaee $156,759, 800 
ns Gn 6 dawi.b occ ce chabobcababaveondeukals 410,157,600 
SL. IE 4 ccb-tedecteuded 6a8b6+ ahh enebeadneewe 156,759, 80¢ 


Net total capitalization representing property... .$253,397,800 
Operating income (above all operating expenses and 





TD 6 en oC ha dks Koide s Hidinde Cawdas cds valbbe Cdta Tekin 17,734,144 
Rate of return on total present value of property..... 7.11% 
Rate of return on entire capitalization of property... 6.09% 
Actual return on stock of company for 

the year ending June 30, 1910......... $18,681,783.65 

Net corporate income: 


Dividends payable Sept. 1, 1909, and 
March 1, 1910, 7% on $115,931,900, pre- 
EE ic a vb nhw ap h 6540 28S 6.46 oe $8,115,2 

7% on $115,946,000, common stock...... 8,116, 2% 

$16,231, 453.00 


Balance for year carried forward to credit profit 
and loss 


2,450,330.65 

The present values in the above table of the C. M 
& St. P. Ry. in Wisconsin, Minnesota and South Dakota 
are those found by physical valuation made in the said 
states. In Mr. Ellis’ exhibit (C. M. & St. P. Exhibit No 
25) he used the estimated cost of reproducing the prop 
erties new instead of the present value as found by the 
said commissions. The mileage and methods used in 
Mr. Ellis’ computation are adopted in the foregoing ex 
hibit. The actual returns on stock of the company 
for the year ending June 30, 1910, are taken from the 
annual report of the company to its stockholders for the 
year ending June 30, 1910. 

Mr. White claimed that out of the roads of over 500 
miles reporting to the Commission for 1910, only eleven 
had shown a decrease in net earnings, and that these 
had shown maintenance charge increases out of all pro 
portion. Witness used the expression “padded,” which 
was immediately objected to by counsel for the railroads. 
Mr. White explained that he had not meant to use the 
term in an offensive sense. His figures on decreased ne! 
earnings and increased maintenance charges follow: 


Increase in 
Maintenance Charges, 
Including Main- 
Decrease in tenance of Way, 
Net Revenue, as Structures, Etc., 4s 
Compared with 1909 Compared with 1909 


7 Se eee $ 521,201.77 $2,564,851.30 
ih My a ise. 6b Mat dteee 6064.0 260,211.40 657,355.61 
Toledo, St. L. & W. Ry.... 337,875.08 691,184.29 
( ag ee ee 96,109.02 274,174.63 
ee ee: Oe We Weedctnct eves 84,642.72 133,399.78 
San Antonio & A. P. Ry 31,806.97 206,169.87 
San P, Los A. & S. L...... 764,291.78 647,987.07 
Sy ME UE aoc ccnedl icchice 718.280 64 3.687.230.44 
oe SF ee ee errr 1,582,007.96 6,627,531.88 
Ee Oh Rese thesyen's 74,137.99 77,637.51 
Sk) SS 1,829.387.12 4,224,893.10 
nanny tnt ann ties rece lial 958,178.61 1,311,799.71 


of 


The figures given above apply to the railway systems - 
ol 


roads in the United States operating more than 590 m : 
line, as reported and given in the monthly bulletins issued by 
the Interstate Commerce Commission, entitled the ‘‘Revenués 
and Expenses of Steam Roads in the United States.”’ 

The statistics for the fiscal years 1909 and 1910 are com- 
piled from the menthlv bulletins of the Interstate Commerce 
Commission, reporting the revenues and expenses of the steam 
roads in the United States. The figures for 1909 do not corre 
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spond precisely to those given in Bulletin No. 5, which are the 
summaries for the fiscal years 1908 and 1909, but they are sub- 
intially the same; the difference may be due to corrections 
made by the Commission in the later publications. We use the 
latter. 


Witness called particular attention to the fact that 
his exhibit showed that the increase in maintenance had, 
with the exception of the San Pedro line, in every case 
overbalanced the decrease in net revenue. 

Mr. White followed this exhibit with various tables 
of freight traffic statistics of individual roads, including 
the Santa Fe, Burlington, Illinois Central, Missouri Pa- 
cific, St. Paul and Minneapolis & St. Louis. On the Santa 
Fe exhibit Mr. Norton made a*point of the fact that it 
showed there had been a steady increase in maintenance 
charges up to 1907; that 1908 expenses of this nature 
were below 1907 and 1909 below 1908; that in a period 
of retrenchment in two years the company had become 
indebted to its maintenance accounts in deferred ex1l- 
penditures about $3,000,000 and in 1910 it had only put 
back about $1,000,000 of this amount. 

Attention was also called by counsel and Commis- 
sioner Lane that the exhibits had not shown any de- 
ductions for taxes. 

Mr. Jeffery took exception to the figures compiled for 
the Missouri Pacific because in the first half of the dec- 
ade reviewed statistics for the Missouri Pacific proper 
were used and in the second half for the system, includ- 
ing, of course, the Iron Mountain road. 

An exhibit covering the earnings and expenses of all 
American roads was also filed. Per mile of line this 





Sté 


showed‘: 
Gross Earn- Inc. 
ings from Operating Net Over ist 
Year Operation Expenses Earnings Group 
oF nS eI 6,725 4,425 2,300 nani 
145s ad wines cate 6,800 1,538 2,262 cine 
eee eae 7,313 4,809 2,404 
MOE sovedeseaveeeed 7,190 1,876 2,314 
eyes 6,109 4,163 Sr 
Ist group average. 6,807 4,562 2,245 *2.45% 
PRR a OAL 6,050 4,083 1,967 
eves bawemet ven 6,320 4,248 2,072 
DED we cewalge ele sites 6,122 4,106 2,016 
errr reer 6,755 4,430 2,325 
Pt bib eipededaee e's 7,005 4,570 ae: | ee 
Group average.. 6,450 4,287 2.163 *3.78% 
BRR ee ee 7,722 1,993 ae teens 
WE cosesocesoosben 8,12% 5,269 ni. bowen 
| Re: see 8.625 5,577 3,948 
. SES ae 9,258 6,125 ER 5 ie 
ee. wevesngu sus tees 9,306 6,308 SS Ja 
id group average.. 8,606 5,654 6,952 31.48% 
Rat erie 9,598 6,409 3,189 Si oe 
a Seeda@ushnd aes 4 10,460 6,912 3,548 
a ME ee ee 11,383 7,687 3,696 
AS eee tee 10,613 7.394 3,218 
gh PF OE 10,886 6,933 3,552 ore 
‘th group average.10,588 7,067 3,440 53.23% 
APE ae ere 11,742 7,778 3,964 76.57% 
*Deerease. 
Train mile statistics of all railroads for the last 


twenty years were also put in evidence. The exhibits 
showed that the revenue per train mile, all trains, in- 
creased from $1.44231 in 1890 to $2.1025 in 1909—an in- 
crease of 72.558 cents. The cost of running a train mile 
Cne mile advanced from $0.96006 to $1.48337—or 47.364 
cents, and the net revenue per train mile from $0.48225 
to $0.73418—an increase of 25.194 cents. Net revenue per 
train mile in 1909 exceeded the same item in 1890 by 
52 per cent and was 25 per cent greater than the same 
item in 1900. 

A number of blue prints and statistical tables were 
also offered by Mr. Thorne, who said he would have five 
more exhibits to present in the morning. 

_ Adjournment was then taken until 9:30 Friday morn- 
Ing, 

Frank :-R. Ryan, member of the Kansas state railroad 

‘ommission, was the first witness called Friday morning. 
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His first testimony had reference to the poor physical 
condition of the Kansas lines of the Missouri Pacific in 
1907. He found the main line to be in a dangerous state, 
poor and rotten ties, defective rails, etc. The branch 
lines, track, stations and terminal facilities he had found 
on inspection be in even worse condition than the main 
line. 

Commissioner Ryan said that following this inspec- 
tion every effort was made by the board to induce the 
expenditure for improvements in roadbed and equipment. 
About a year ago there was a reorganization of the 
branch lines and a bond issue to finance the betterments. 
Since then Mr. Ryan has found that the main line has 
been considerably improved. He mentioned particularly 
the use of sand ballast. 

He felt that the Santa Fe and Union Pacific were 
the best roads in Kansas. The last-named line was used 
as the standard of comparison. 

For location, he felt the Missouri Pacific to be even 
more favorably situated than the Union Pacific, travers- 
ing the garden spot of Kansas. 

That improvements were reacting to the road’s ben- 
efit was witness’ opinion. He cited the fact that traffic 
was recently so congested at Hoisington that a local 
freight train had not been sent out of that division for 
a week, all the motive power being utilized in the hand- 
ling of through freight. 

Mr. Dawson declared that the state officials of Kan- 
sas approved of the reorganization of the Missouri Pa- 
cific subsidiaries into one line, but he made the point 
that the condition of the Missouri Pacific lines in Kansas 
when split up into a number of “one-horse” corporations 
should not be taken now as a basis of a plea for in 
creased rates. 


Witness admitted, on cross-examination by Com 


merce Counsel Jeffrey of the Gould lines, that while the 
road had been considerably bettered in 
years, there was considerable room for improvement 
The rolling particularly passenger, was in bad 
shape. This he attributed in a measure to the strike 
that the Missouri Pacific had had. 

Mr. Ryan said that grain traffic was an important 
item in the Missouri Pacific’s tonnage, but he did not 
believe that the passenger business of the road was more 
important than the freight. 

Counsel Jeffrey questioned the witness as to the rea- 
son the Kansas board had reduced grain rates about 
15 per cent and passenger rates to two cents per mile. 
Witness replied that the two-cent fare law and lower 
grain rates prevailed in neighboring commonwealths. 

Mr. Dawson inquired whether Mr. Ryan, who had 
acted as an arbiter in the wage dispute between the 
Gould line and its telegraphers, had taken into consid- 
eration the additional revenue that would accrue under 
the rates now under suspension. Witness had not. He 
further said that Missouri Pacific officials had not tes- 
tified at the wage arbitration hearings their ability to pay 
increased wages because of the existence of any surplus. 

Mr. Dawson called attention to the fact that the two- 
cent fare order had been practically coexistent with the 
abolition of free passes. It was further stated that the 
Missouri Pacific had been most lavish in the distribution 
on free transportation. 

With reference to the two-cent rate, Mr. Dawson 
stated that the rights of the railroads had been preserved 
by the filing of suits, but that by agreement the order 


the last two 


stock, 
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was to expire upon the final determination of the Ne- 
braska two-cent fare suits. 

Mr. Norton questioned the witness at considerable 
length as to the large number of automobiles owned 
by the Kansas farmer, finally summing it up with the 
statement from the witness that the farmer of that 
state was very prosperous. 


Muirhead Testifies on M, P.’s Condition. 


William Muirhead of Topeka was next called. Wit- 
ness stated that in November, 1909, he had commenced 
an examination of the physical condition of the M. P. 
to see if the road had complied with the requirements 
of the Commission. From the Kansas line to Council 
Grove the roadbed was good, the stations bad; beyond 
that both track and stations were in a very poor con- 
dition—on some parts it was worth a man’s life to ride 
over the road, but added the speed over this part was 


only about 8 miles per hour. Later inspetcion showed 


the main line track in good condition. 
When the Missouri Pacific main line is in as good 
condition as a portion of it is now, it will compare 


favorably with the Union Pacific. Prior to the inaugura- 
tion of this improvement work there was no comparison. 

Replying to Mr. Jeffrey, witness expressed the opin- 
ion that a large amount of money would be necessary 


to put the road in first-class shape. 
Mr. Dawson stated that the Kansas board had 
authorized, under recent legislative enactment, a bond 


issue of the Missouri Pacific. Mr. Jeffrey supplemented 
this with the declaration that the road had been unable 
to obtain a market for its bonds. It was counsel’s 
position that an advance in rates was necessary to 
enable the Missouri Pacific to sell its securities. 


Gives Evidence on Rebate Payments. 


Mr. Atwood then placed J. I. White, traffic manager 
of the Burnham-Hanna-Munger Dry Goods Company of 
Kansas City, on the witness stand. Mr. White testified 
that between 1900 and 1905 his concern had received 
a rebate of from 30 to 40 cents off the $1.47 first-class 
rate then prevailing from the seaboard to the Missouri 
river. 

Mr. Dawes then took up the _ cross-examination. 
Witness said that on 90 per cent of his firm’s inbound 
traffic, all kinds and all classes, rebates had been paid. 
As to outbound business, on which the consignee paid 
the freight, he could not state whether rebates had 
been paid, although he understood concessions were 
made at competitive points. 

Counsel for the railroad asked questions as to the 
financial condition. of corporation witness represented. 
He was unable to give definite figures, but averred that 
the expenses had increased to the extent of the elimina- 
tion of the rebate. 

Witness stated that there were some articles on 
which the rate to the consumer could not be advanced 
—mentioning prints. 

He declared that the profit of his company was only 
15 per cent gross. This applied on the sales. How 
much it was on the capital he did not know. He felt 
40 per cent gross on the eapital would be excessive. 

The decision in the Missouri river rate case was 
brought up. Mr. White did not believe the reductions 
there were as advantageous to his firm as the rebates 
formerly paid. 
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Opposing counsel clashed on the admissibility of 
testimony as to the effect of the proposed rate advances 
on the witness’ business. Mr. Atwood declared witness 
had been called to testify solely on the rebate question, 
Mr. White had asked Mr, Dawes what the advance under 
consideration was, and counsel for the railroad made 
a point of witness’ ignorance on this point. 
missioner Lane seemed to be inclined to sustain wit- 
ness’ objection. Replying to the Commissioner, Mr. 
White said he opposed an advance in rates. 

Mr. White, answering Mr. Lyon, was of the opinion 
that a change in rates affected the movement of trafi 


Con- 





Issues Orders on Phone Schedules 





Albany, N. Y., October 28.—The public service 
mission, second district, has made order requiring N 
York Telephone company to file on or before Noven 
a. schedule showing the 
within the 
earnings 


number of pay stations op l 
York, together with the gross 
therefrom. It is required that 
statement show separately by the districts as adopted bj 
the company and by classification as shown in its s 
ule of tariffs filed with the commission, the number « 


city of New 
received 


stations, automatic pay stations and approximate numb: 
each type of automatic pay stations in use in each < 
trict; the different of locations in which pay 
stations are now established, together with the re] 
number in each class, and whether standard pa 
tions or automatic pay stations. 

The commission has required every telephon 
corporation under its jurisdiction to file with the 
mission on or before November 15, schedules which wil 
show by each exchange separately those of its patrons 
or subscribers which are receiving telephone servic 
any character at rates or charges which vary or differ 
in any respect from the standard rates adopted and now 
in force for contracting new business. 

The commission has also ordered that all telephon 
corporations under its jurisdiction file on or before D 
cember 1 scheulde showing all rates, rentals and charges 
for services of each and every kind by or over its line 
or lines between points in this state and between eac! 
point upon its line and all points upon every line leased 
or operated by it and all points upon the line of any 
other telephone corporation whenever a through servic 
or joint rate shall have been established between any 
two points. 

Such schedules are required to show also all charges 
and all privileges or facilities granted or allowed and 
any rules or regulations or forms of contract which 
in any wise change, affect or determine any or the as 
gregate of the rates, rentals or charges for the servic 
rendered. 


classes 


also 


may 


OBJECTS TO INCREASE IN PHONE RATE. 


Albany, N. Y., October 28.—The public service com 
mission, second district, has received a complaint from 
irange No, 62 of Cheshire, Ontario county, di: 


Academy 
rected against the Interlake Telephone company i! 
ing its rate from $12 to $15 per year. 


made of the service now rendered the public. 


plaint has been served upon the company and an 4” 


swer required within 20 days. 


Complaint is also 
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DECISIONS OF COMMISSION 


Interstate Board Hands Down Rulings in Contested 
Cases 


Old Rate Should Have Applied 


No. 3021. 
(19 I. C. C. Rep., 434.) 
SOUTHERN COTTON OIL COMPANY 
vs. 
ATLANTIC COAST LINE RAILROAD COMPANY ET AL. 
No. 3165. 
SAME 
Vs. 
CENTRAL OF GEORGIA RAILWAY COMPANY ET AL. 
Submitted April 11, 1910. 











Decided October 4, 1910. 


»ttonseed oil shipments were made into Savannah, Ga., 
n local rates from points in Georgia and Alabama, there 
fined and then reshipped on balance of through rates from 
rious .points of origin to ultimate destinations. Between 
1e inbound and the outbound movements the rates had 
een advanced 2 cents per 100 pounds, and defendants ap- 
ied on these shipments the higher through rates in effect 
time of reshipment. Upon complaint that the higher 
irges were unlawful; Held, That the legal rates applica- 
on these shipments were the rates in effect at the time 

> the initial movement. Reparation awarded. 


H. W. B. Glover for complainant. 

C. B. Northrop, R. Walton 
Baxter for Southern Railway company. 

R. Walton Moore for Atlantic Coast Line Railroad 
company and Ocean Steamship company of Savannah. 

Charles T. Airey for Central of Georgia Railway 
company. 


Moore, and Sloss D. 


Report of the Commission. 
CLEMENTS, Commissioner: 

Each of these cases involves substantially the same 
They heard together, and will be so 
disposed of. Crude cottonseed oil was shipped into Sa- 
Ja.. on the local rates from the various points 
of origin, and after refining at that place it was re- 
shipped on the balance of the through rates from points 
of origin to ultimate destinations; but between the times 
of inbound and outbound movements the rates had been 
advanced 2 cents per 100 pounds, and under the pro- 
visions of the tariffs, as interpreted by defendants, they 
applied the higher through rates in effect at the time 
of reshipment. 

In case No, 3021, wherein the Atalntic Coast Line 
company and the Ocean Steamship company 

Savannah are named as defendants, two carloads of 
cottonseed oil are involved, which moved from Valdosta 
and Bainbridge, Ga., to Savannah, April 25 and 26, 1908, 
and after refining were reshipped to New York City, 
November 12, 1908, and February 20, 1909. These ship- 
ments contained an aggregate weight of 102,500 pounds, 
on which the local rate to Savannah of 19 cents per 
100 pounds, aggregating $194.74, was collected. At the 
time of these initial movements the through rates from 
Valdosta and Bainbridge to the city of New York were 
27 cents per 100 pounds by way of the Atlantic Coast 
Line and the line of the Ocean Steamship company. 
These rates were in effect until March 15, 1910, when 
they were increased to 29 cents. 

The contention of defendants with respect to this 
overcharge is that the increased rates of 29 cents be- 
came effective October 1, 1908; but its tariff upon which 


questions, were 


vannah, 


Railroad 
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this contention was based was not filed under proper 
powers of attorney from defendants, and therefore was 
not legally effective. The 29-cent rates were based 
upon this defective tariff, and the tariff of the Atlantic 
Coast Line, effective October 30, 1907, which provided 
that on crude oil shipped locally, when refined the 
through rates to be applied should be those in effect 
at the time of reshipment. This provision was clearly 
contrary to law, as indicated in ruling of the Commis- 
sion on May 29, 1907, entitled In the Matter of Through 
Routes and Through Rates, 12 I. C. C. Rep., 163, which 
held that the rate applicable to all through shipments 
is the rate in effect at the time of the initial movement. 
Therefore, the charge of 29 cents on these shipments 
moving, as stated, on November 12, 1908, and February 
20, 1909, resulted in an overcharge of $20.50, which the 
defendants will be required to refund, with interest from 
February 20, 1909. 

In case No. 3165 the 


Savannah 


shipments of 
from 


cottonsed oil 
moved _ into various points, including 
Dothan and Montgomery, Ala.; Newnan, Americus, Daw- 
son, Atlanta, Augusta and Dublin, all in the state of 
Georgia. The outbound shipments 


Pa., Boston, Mass., 


were to Pittsburg, 
New York, N. Y., and Bayonne, N. J. 
It is unnecessary to set forth in detail the rates on and 
weights of the 18 carloads involved in this complaint, 
the essential facts being that more than a million pounds 
of the crude oil moved into Savannah on the local rates. 
On the outbound movement the expense bills for the 
shipments into Savannah were applied as part payment 
of the through rates from points of origin of the crude 
oil to ultimate destinations on outbound shipments, ag- 
gregating 791,684 pounds, of refined oil from Savannah. 
The shipments into Savannah all moved in the month 
of September, 1908. On October 1, 1908, the Central 
of Georgia, by amendments to the tariffs in effect prior 
to that time, increased the rates on cottonseed oil 
refined in transit from points of origin to the destina- 
tions named above by the sum of 2 cents, and when 
these shipments moved forward the higher rates then 
in effect were applied under the refining-in-transit rules 
of that road, which provided that the through rates to 
be applied should be those in effect at the time of 
reshipment. This provision, as above stated, was clearly 
contrary to the law, as interpreted by the Commission. 
It is unnecessary to further refer to these unlawful 
rate applications, as both the Atlantic Coast Line and 
the Central of Georgia have corrected their refining-in- 
transit tariffs to conform to the law in this respect. 
The defendants contend that complainant is not en- 
titled to reparation because of the impossibility of iden- 
tifying each of the outgoing shipments from the refinery 
as having originated at any of the particular points 
of origin. There was, however, no proof of substitution, 
nor was there any indication that the crude oil moved 
into the refinery was not substantially the same as 
the refined oil shipped out, and it appears that these 
shipments were handled in substantially the same man- 
ner as was generally customary at that time in the 
application of transit privileges and practices. It will 
be observed that these shipments all moved prior to 
the promulgation by the Commission on May 3, 1910, 
of its views respecting the legality of transit privileges 
and practices of the kind as expressed in In the Matter 
of Substitution of Tonnage at Transit Points, 18 I. C. C. 
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Rep., 280. Nothing herein said is to be taken as mod- 
ifying our views as therein expressed or as in deroga- 
tion of present duly established rules and regulations 
of carriers in conformity therewith intended to preserve 
the integrity of the lawfully established rates. We have 
considered the claims now before us in the light of 
the customary regulations and practices in vogue at the 
time these shipments moved, and in view of all the 
facts appearing we are convinced and so find that there 
was exacted of the complainant rates which were un- 
just and unlawful to the extent of 2 cents per 100 
pounds on the shipments here involved and that the 
complainant is entitled to reparation in the sum of 
$158.19, with interest from March 5, 1909, as follows: 
From the Central of Georgia Railway company, Mer-. 
chants & Miners Transportation company, and Penn- 
sylvania Railroad company in the sum of $2.31 on one 
shipment of refined cottonseed oil, weighing 11,575 
pounds, from Dothan, Ala. to Pittsburg, Pa.; from the 
Central of Georgia Railway company and Old Dominion 
Steamship company, as follows: In the sum of $7.66 
on one shipment of refined cottonseed oil, weighing 38,- 
299 pounds, from Newnan, Ga., to Boston, Mass.; in 
the sum of $16.15 on two shipments, weighing in the 
aggregate 80,763 pounds, from Americus, Ga., to New 
York, N. Y.; in the sum of $31.84 on three shipments, 
weighing in the aggregate 159,200 pounds, from Dawson, 
Ga., to New York, N. Y.; in the sum of $22.42 on two 
shipments, weighing in the aggregate 112,108 pounds, 
from Atlanta, Ga., to New York, N. Y.; in the sum of 
$18.44 on two shipments, weighing in the aggregate 
92,200 pounds, from Augusta, Ga., to New York, N. Y., 
and in the sum of $23.14 on two shipments, weighing 
in the aggregate 115,725 pounds, from Montgomery, Ala., 
to New. York, N. Y.; from the Central of Georgia Rail- 
way company, Southern Railway company, Philadelphia, 
Baltimore & Washington Railroad company, and Central 
Railroad company of New Jersey, as follows: In the 
sum of $4.33 on one shipment of refined cottonseed oil, 
weighing 21,641 pounds, from Newnan, Ga., to Bayonne, 
N. J., and in the sum of $3.09 on one shipment, weigh- 
ing 15,479 pounds, from Montgomery, Ala., to Bayonne, 
N. J., and from the Wrightsville & Tennille Railroad 
company, Central of Georgia Railway company, and Old 
Dominion Steamship company in the sum of $28.81 on 
three shipments of refined cottonsed oil, weighing in 
the aggregate 144,060 pounds, from Dublin, Ga., to New 
York, N. Y. 
Orders in accord herewith will be issued. 





ORDERS. 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 4th day of October, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Commissioners. 


No. 3021. 
SOUTHERN COTTON OIL COMPANY 
vs. 
ATLANTIC COAST LINE RAILROAD COMPANY AND 
OCEAN STEAMSHIP COMPANY OF SAVANNAH. 
This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
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things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon: 

It is ordered, That the above-named defendants bx 
and they are hereby, authorized and directed, on or 
before the 1st day of Decetiiber, 1910, to pay unto the 
complainant, Southern Cotton Oil company, the sum o/ 
$20.50, with interest thereon at the rate of 6 per cent 
per annum from February 20, 1909, as reparation for 
an unjust rate charged for the transportation of two 
carloads of cottonseed oil from Valdosta and Bainbridge. 
Ga., refined at Savannah, Ga., and reshipped to New 
York, N. Y., which rate so charged has been found by 
this Commission to have been unjust, as more fully and 
at large appears in and by said report of the Commis. 
sion, which said report is hereby referred to and made 
a part of this order. 


No. 3165. 
SOUTHERN COTTON OIL COMPANY 
vs. 

CENTRAL OF GEORGIA RAILWAY COMPANY; OCEAN 
STEAMSHIP COMPANY OF SAVANNAH; SOUTH 
ERN RAILWAY COMPANY; PHILADELPHIA, 
BALTIMORE & WASHINGTON RAILROAD COM 
PANY; THE PENNSYLVANIA RAILROAD COM 
PANY; THE CENTRAL RAILROAD COMPANY OF 
NEW JERSEY; MERCHANTS & MINERS TRANS- 
PORTATION COMPANY; AND WRIGHTSVILLE & 
TENNILLE RAILROAD COMPANY. 

This case being at issue upon complaint and an 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report 
containing its findings of fact and conclusions thereon: 

It is ordered, That defendants, Central of Georgia 
Railway company, Merchants & Miners Transportation 
company, and the Pennsylvania Railroad company, be 
and they are hereby, authorized and directed, on or 
before the 1st day of December, 1910, to pay unt 
the complainant, Southern Cotton Oil company, thé 
sum of $2.31, with interest thereon at the rate of 6 per 
cent per annum from March 5, 1909, as reparation for 
an unjust rate charged for the transportation of one 
carload of cottonseed oil from Dothan, Ala., refined at 
Savannah, Ga., and reshipped to Pittsburg, Pa., which 
rate so charged has been found by this Commission t 
have been unjust, as more fully and at large appears 
in and by said report of the Commission, which sa‘d 
report is hereby referred to and made a part of this 
order. 

It is further ordered, That defendants Central of 
Georgia Railway company and Ocean Steamship Com 
pany of Savannah be, and they are hereby, authorized 
and directed, on or before the ist day of December 
1910, to pay unto the complainant, Southern Cotton Oi! 
company, the sum of $119.65, with interest thereon at 
the rate of 6 per cent per annum from March 5, 1909, 
as reparation for an unjust rate charged for the trans 
portation of certain carload shipments of cottonseed 0! 
from various points in Georgia and Alabama, refined at 
Savannah, Ga., and reshipped to Boston, Mass., and 
New York, N. Y., which rate so charged has been found 
by this Commission to have been unjust, as more fully 
and at large appears in and by said report of the Con 
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mission, which said report is hereby referred to and 
made a part of this order. 

It is further ordered, That defendants Central of 
Georgia Railway company, Southern Railway company, 
Philadelphia, Baltimore & Washington Railroad com- 
pany, and the Central Railroad Company of New Jersey 
be, and there are hereby, authorized and directed, on 
x before the ist day of December, 1910, to pay unto 
the complainant, Southern Cotton Oil company, the sum 
of $7.42, with interest thereon at the rate of 6 per cent 
per annum from March 5, 1909, as reparation for an 
unjust rate charged for the transportation of two car- 
loads of cottonseed oil, one from Newnan, Ga., and the 
other from Montgomery, Ala., refined at Savannah, Ga., 
and reshipped to Bayonne, N. J., which rate so charged 
has been found by this Commission to have been un- 
just, as more fully and at large appears in and by said 
report of the Commission, which said report is hereby 
referred to and made a part of this order. 

And it is further ordered, That defendants Wrights- 
vile & Tennille Railroad company, Central of Georgia 
Railway company, and Ocean Steamship Company of Sa- 
vannah be, and they are hereby, authorized and directed, 
on or before the 1st day of December, 1910, to pay unto 
the complainant, Southern Cotton Oil company, the sum 
of $28.81, with interest thereon at the rate of 6 per 
cent per annum from March 5, 1909, as reparation for 
an unjust rate charged for the transportation of three 
carloads of cottonseed oil from Dublin, Ga., refined at 
Savannah, Ga., and reshipped to New York, N. Y., which 
rate so charged has been found by this Commission to 
have been unjust, as more fully and at large appears 
in and by said report of the Commission, which said 
report is hereby referred to and made a part of this 
order. 


Tie Shipper Given Reparation 





No. 3136. 
CHICAGO CAR LUMBER COMPANY 
vs. 
LOUISVILLE & NASHVILLE RAILROAD COMPANY. 


Submitted June 28, 1910. Decided October 10, 1910. 


teparation awarded upon four carload shipments of railroad 
ties between Tennessee Ridge, Tenn., and Louisville, Ky. 


Adams, Bobb & Adams and James B. Westcott for 
complainant. 

W. G. Dearing for Louisville & Nashville Railroad 
company. 

Report of the Commission. 
KNAPP, Chairman: 

The complainant entered into a contract with the 
Cleveland, Cincinnati, Chicago & St. Louis Railway com- 
pany to furnish it at Shirley, Ind., a certain number 
of ties, and by the terms of said contract the com- 
Plainant was to deliver the ties to the carrier at Louis- 
ville, Ky., so that they could be carried from Louisville 
to Shirley free of charge on account of being company 
material. Acting under such contract, the complainant 
on December 15 and 16, 1908, shipped four carloads of 
‘ailroad ties, aggregating in weight 190,800 pounds, from 
Tennessee Ridge, Tenn., to Shirley, Ind., upon which 
there was charged and collected the amount of $648.72, 
based upon a rate of 34 cents per 100 pounds, which 
was eonstructed of a rate of 33 cents to Louisville plus 
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a l1-cent bridge toll across the Ohio river. The defend- 
ant, upon the theory that there was a misrouting, has 
refunded the amount of $457.92, being the difference 
between the total amount paid based on a 33-cent rate 
and that which would have been paid based on 
a 9-cent rate, the 9-cent rate being in force between 
Tennessee Ridge and Evansville, Ind., on the direct 
line to Shirley by another route. This petition is 
brought for the purpose of obtaining reparation in the 
amount of 1 cent per 100 pounds applied to the weight 
of the shipment, or $19.08. The complainant insists 
that the lumber rate between Tennessee Ridge and 
Louisville, which was 8 cents per 100 pounds, should 
have been applied to the transportation of ties. The 
Commission has repeatedly held that the rate on ties 
should not exceed the rate on lumber from which they 
are made; and while the defendant does not always 
equalize lumber and tie rates, it has usually done so 
when requested by complainant. In this case the con- 
signor requested the defendant to put in an 8-cent rate 
from Tennessee Ridge to Louisville, which was con- 
temporaneously in effect on lumber between these points, 
but before the request could be complied with the ship- 
ments moved and the 33-cent rate had to be applied, 
though the &8-cent rate was subsequently established 
and is now in effect. 

Although the difficulty would have been avoided had 
the consignor waited the publication of the 8-cent rate 
before shipping, we are of the opinion that the rate 
upon ties should not have exceeded the lumber rate, 
and we find that all charges in excess of 8 cents per 
100 pounds were unreasonable. 

An order will be entered awarding reparation to 
complainant in the sum of $19.08, with interest from 
January 1, 1909, and directing defendant to maintain 
for a period of two years a rate for the transportation 
of ties, in” carloads, from Tennessee Ridge, Tenn., to 
Louisville, Ky., which shall not exceed the rate con- 
temporaneously in effect for carriage between the same 
points of lumber similar in quality to that from which 
the ties are made. 





ORDER. 


At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 10th day of October, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Commissioners. 

No. 3136, 

DAVID K. JEFFRIS, FRED. J. JEFFRIS, AND MARVIN 
HUGHITT, JR., COPARTNERS, DOING BUSINESS 
UNDER THE FIRM NAME AND STYLE OF CHI- 
CAGO CAR LUMBER COMPANY, 

vs. 

LOUISVILLE & NASHVILLE RAILROAD COMPANY. 
This case being at issue upon complaint and answer 

on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon: 

It is ordered, That the above-named defendant be, 
and it is hereby, authorized and directed, on or before 
the fist day of December, 1910, to pay unto the com- 
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plainant, David K. Jeffris, Fred. J. Jeffris, and Marvin 
Hughitt, Jr., copartners, doing business under the firm 
name and style of Chicago Car Lumber Company, the 
sum of $19.08, with interest thereon at the rate of 6 
per cent per annum from January 1, 1909, as reparation 
for an unreasonable rate charged for the transportation 
of four carloads of railroad ties from Tennessee Ridge, 
Tenn., to Louisville, Ky., which rate so charged has 
been found by this Commission to have been unrea- 
sonable, as more fully and at large appears in and by 
said report of the Commission, which said report is 
hereby referred to and made a part of this order. 

It is further ordered, That said defendant shall 
maintain and keep in force for a period of not less 
than two years from the date hereof, a rate for the 
transportation of railroad ties in carloads from Tennes- 
see Ridge, Tenn., to Louisville, Ky., which shall not 
exceed the rate contemporaneously in effect for car- 
riage between the same points of lumber similar in 
quality to that from which the railroad ties are made. 


Harahan to Retire 





Announcement has been made that James T. Hara- 
han, president of the Illinois Central railroad, will re- 
At that time 
_Mr. Harahan will have reached the age limit of 70 years. 
Harahan 


tire from active service January 12, 1911. 


Discussing his proposed retirement, Mr. 
said: 


“It is true that on January 12, I shall have reached 
the age of 70 years and will be retired automatically 
our pension 


as president, according to the rules of 
system. 


‘Tt is naturally with feelings of considerable regret 
that I find I have become old enough to be retired and 
to leave the service of a company to which I have 
It is twenty years now since 
I first came with the Illinois Central, and there have 
been some great changes in that time, but I begin to 
I also regret, of course, 
leaving the men that I have worked with for so many 
years and with whom I have watched and taken part 


given the best of my life. 


feel as if I had had enough. 


in the growth of the Illinois Central system. 


“The Illinois Central was a far different property 
when I came here first as second vice-president in 1890. 
Since that time the mileage has doubled and the earn- 
In 1890, the mileage was 
2,875; now it is 4,550, just the Illinois Central proper, 
without counting the Central of Georgia or the Yazoo 
& Mississippi and those roads.* In 1890 the earnings 
were $17,881,000, while last year they were about $62,- 


ings have more than trebled. 


000,000.” 


It is understood that Mr. Harahan will receive a 


pension of about $6,000 per year. 


NEVADA SLASHES LUMBER RATES. 


Carson City, Nev., October 28.—The state railroad 
commission has issued an order reducing the rates on 
building material, 
from Verdi, along the line of the Southern Pacific and 
On first-class lumber 


lumber, including mine timber and 


the Tonopah & Tidewater road. 


the rate to Goldfield is cut from $13 to $8 a ton and 
on rough from $13 to $5. 
fective November 20. 
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TRAFFIC LEAGUE MEETING 


The Annual Meeting of the National Industrial Traf- 
fic League takes Action upon 
Important Traffic Matters 








When President Lincoln’s gavel called the meeting 
to order, about 60 members were present, and it was 
said that many others who were engaged at the Rate 
Hearing or in other ways, would be present later. 

The docket, which was printed in THE Trarr 
Wori”p of October 15, was at once taken up, and it 
was found necessary to change the order somewhat. 

A nominating committee of 9 was named, after which 
the report of the Committee on Tracing of freight was 
read and adopted. 

Tracing of Freight. 

In the report which was presented to the meeting 
of the league held in Chicago on July 12, we referred 
to the very grave abuse by shippers and receivers of 
freight in the matter of tracing of both carload and 
less than carload shipments, and we desire to once 
more call the attention of our members to this abuse, 
and to urge upon them, in the most emphatic way, the 
necessity for a reform in this very important matter 
The evil seems to be growing and calls for active co- 
operation between shippers and railroads to bring about 
a better condition. To illustrate the abuse, we quote 
from a recent statement made by a car service officer 
of a western trunk line at a meeting of car service 
officers: 

“On account of working a portion of our office force 
last night, I remained at the office until 9:30 p. m 
and before leaving looked over tracing requests re 
ceived between 6:30 and 9:30 p. m., and found in the 
three hours we had received telegraphic tracers for 
125 cars. In the morning I found we had received 22% 
more, making 348 wire tracers between 6:30 p. m. and 
8 a. m., and, added to these, were as many more which 
came in by morning mail.” 

The conditions with regard to tracing of less thal 
carload shipments is equally bad, if not worse, and cer 
tainly calls very loudly for reform. 

Carriers, through their operating organizations, have 
specific trains in which package freight is to be trams 
ported and are likewise organized for the handling of 
carload freight requiring expeditious movement, so that 
when shipments are offered to carrier, with a well-or 
ganized system, it had its definite place and no unfore 
seen accident happening to displace it, it will move i 
its regular way to final destination. The tracing 
such freight will not hasten a shipment, but, to the 
contrary, by reason of the great number of tracers 
which are being employed, it acts as a barrier to thé 
effectiveness of the legitimate tracer. 

No tracer should be requested, unless there is some 
definite and urgent reason for tracing the property. N° 


tracer should be started until a complaint has been Tre 
ceived from consignee of the non-arrival of the whole 


shipment or a part thereof, and then only after : 
sonable time has elapsed for the consignment to reac! 


destination, unless shipper has information that his <004s 


are being delayed at some point in transit. 


Your committee recommends to the various col 
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mercial organizations that they do all in their power 
to reduce tracing to a minimum, and where it develops 
that delays are occurring upon certain line or lines, 
be directed toward securing more expeditious 
movement by improved service. 


efforts 


Report adopted. 


4 request having been made to the General Super- 
intendents’ association for a talk upon this subject, Mr. 
Ww. E. Beecham, car accountant of the C., M. & St. P. 
Ry., was present and gave their ideas. 

He said in 
tracing 


part: “A well-equipped, thoroughly or- 
ganized department was a railroad necessity; 
the tracing, as now done by the railroads, being their 
most unsatisfactory department. At certain seasons of the 
year congestions occur and cannot be avoided, and they 
sometimes in fair weather as well as in foul. 
fact, however, that the carriers were willing 
to establish and keep in commission a tracing depart- 
equal to any ordinary condition, but should not 
be held responsible for the faults of shippers. The 
tracing department cannot move traffic when the motive 
power is unable to do so, and every road in the country 
makes it a practice to move its freight in the most ex- 
peditious manner. Speaking of the unprecedented con- 
ditions of last winter, he said that in one day he re- 
ceived 500 letters, 2,000 letters, and the telephone com- 
pany reported their inability to handle more than 700 
calls, all of which were in reference to tracing. It was 
his idea that the one thing most conducive to inefficiency 
in tracing was the duplication of the tracing of indi- 
vdual shipments, and he suggested that the consignee 
should be the proper one in each case to start the tracer, 
first getting from the shipper the necessary data, and 
he urged the latter to give that data absolutely correct 
in every detail. 
Mr. Wylie of 


idea of 


come 


It is a 


ment 


Des Moines took exception to the 
confining tracing to the consignee, saying that 
the consignee occasionally did not have the interest in 
prompt delivery that the shipper had. He suggested a 
tracing card similar to the return postal, reading some- 








what as follows: 

Mr. —, we have shipped to you by ———— freight 
to-day in car number —. It is to our mutual ad- 
vantage that this freight should reach you promptly, and 





if it does not reach you by — please advise us on 
the enclosed card. ——_——_ 


It was his idea that the carriers could furnish this 
card and the shippers pay the postage. 

Mr. Hanson of St. Louis said that they had found 
it better to have the consignees report to them, and 
they start the tracer, getting the record and reporting 
to the consignee by wire. 

He said that in St. Louis it had been agreed not to 
trace shipments until they had had time to reach their 
destination. 

Bellville said that 
that in a 


MT 


it had been his experience 
time of congestion any shipment 
reached and expedited by 


could be 


mors easily Te ; 
J persuasion 


i 


than 
by threats, 


ter further discussion a joint conference of the 


operating department of the carriers, as represented by 
the General Superintendents’ association,- the -Freight 
Naim P 

Claim Department and the Freight Claim Department 


f . Mees ” 
of the National Industrial league was arranged for. 





















































Loss and Damage from Team Tracks. 

The committee on the above topic made the follow- 
ing report, which was accepted: 

This matter was brought to the attention of the 
league for the purpose of ascertaining the obligation of 
carrier for loss to property where delivery is made to 
consignee from team tracks, and the obligation of car- 
rier, either as a carrier or an enforced warehouseman. 
It is the contention that carrier is obligated to exercise 
the same care in protecting property against loss or 





J. C. LINCOLN. 


theft in the from team track as 
in carrier’s carriers take the position 
that upon public team track for 
unloading, constructive delivery has been made, and re- 
sponsibility for loss or theft rests with shipper. 

There is no federal statute defining when responsi- 
bility of a railroad company as a common carrier ends, 
and that of 


unloading 
The 
placed 


process of 
warehouse. 
when car is 


a warehouseman begins. The doctrine laid 
down by the different states varies somewhat, according 
conditions 


to circumstances and surrounding the _ par- 


ticular cases in controversy. The courts, however, have 
held that consignee shall ‘have reasonable time in which 
to call for and remove his goods after notice of arrival. 

Bills of 


visions to the effect that 


lading of carriers generally contain pro- 


where property is not removed 
thereafter the 
be subject to storage or car-service charges, 


within forty-eight hours, property would 


which would 
seem to fix the time when the duty of a carrier as a 
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warehouseman commences and the liability of the carrier 
will be that of warehouseman only. 

It is the judgment of your legislative committee 
that where delivery is made to consignees on public 
team tracks, it is the duty of the railroad company, both 
as a carrier and a warehouseman, to exercise the same 
care in protection of property being handled from team 
track as it does for property being unloaded through 
their depots, and must afford reasonable police protection 
until delivery is actually taken by the consignee. If, 
however, consignee fails to remove the property within 
a reasonable length of time, the liability of a carrier as 
a warehouseman would be lessened accordingly. 

It is also the judgment of your legislative committee 
that whereas carrier is not required to load and unload 
carload shipments, it is their duty, in the case of package 
freight delivered from team tracks, to deliver the prop- 
erty to consignee at car door, and where such delivery 
is made, the liability of the carrier, either as a carrier 
or warehouseman, ceases when delivery has been effected 
at car door, but so long as the property remains in the 
car under the control of the railroad, the duty devolves 
upon the carrier or warehouseman to properly safe- 
guard same against damage or theft. 

In the absence of a well-defined federal statute, de- 
fining the liability, it is quite probable that the liability 
would have to be determined from the facts in a par- 
ticular case. 

The report of the legislative committee upon the 
statute of limitation was as follows: 

The following matters have been brought to the at- 
tention of the legislative committee: 

(1) Collection of Undercharges.—Claims presented 
against carriers for straight overcharge, over and above 
the legal rate, have, in some instances, been so delayed 
in settlement that the statute of limitation (2 years) 
as provided for by the interstate commerce act has 
lapsed, so that recovery could not be secured by repara- 
tion through the Interstate Commerce Commission, and 
some carriers have taken the position that they could 
not make refund of the overcharge by reason of this 
statute of limitation. 

(2) Collection of Undercharges.—Claims are being 
presented to shippers for collection of undercharges on 
shipments which have been delivered at less than the 
legal rate. In some instances the transactions occurred 
more than two years previously, and shipper, who had 
been unable to recover the overcharge, the carrier plead- 
ing the interstate commerce act, held in the case of 
an undercharge that the same limitation should apply. 































































Statement. 


Statute of Limitation——Section 16 of the interstate 
commerce act provides that “all complaints for the re- 
covery of damages shall be filed with the Commission 
within two years from the time the cause of action 
accrues, and not after.” The Interstate Commerce Com- 
mission, in the interpretation of this rule, rendered the 
following decision (Blinn Lumber Co. vs. Sou. Pac. Co. 
et al., 18 I. C. C. Rep., 430): 


The statutory period of two years within which this Com- 
mission has jurisdiction to award damages arising from viola- 
tions of the act to, regulate commerce runs from the time when 
a shipment is delivered and when it becomes the legal duty of 
the carrier to collect its lawful charges. 

From the time of delivery of a shipment the obligation rests 
upon the carrier to collect, and upon the shipper to pay, the law- 
fully established tariff rate, and neither carrier nor shipper may 
be allowed. by refusal to obey the law’s requirements, to extend 
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the period within which relief may be obtained from the Com- 
mission. 


Statute of Limitation as to Misrouting.—Upon inquiry the Com. 
mission declines to express any opinion as to the jurisdiction of 
the courts over a claim for damages arising out of the negligent 
misrouting of a shipment by a carrier, the claim having been 
presented to the Commission more than two years after it had 
accrued and when the Commission’s power to award had been 
barred by the statute. 


Collection of Undercharges.—The Commission adheres to its 
previous ruling that carriers must exhaust their legal remedies 
to collect undercharges. (Conference Ruling 187, Bulletin No. 4.) 

In pleading the statute of limitation in connection 
with the collection of an undercharge, the general coun. 
sel of a leading southern line held: 


We would say that the limitation of actions at law is a mat- 
ter of a statute. Unless there is a statute prescribing the time 
within which a claim will be barred, there will be no bar to the 
action. In other words, limitations of statutes are matters of 
express law. We do not find in the Hepburn Act any limitation 
of any action to recover an undercharge. .. . 


Conclusion. 

The interstate commerce act makes it the duty of 
carrier to charge no more nor less than the legal rate, 
and a violation thereof is an offense under the act 
making carrier subject to prosecution, and under the 
criminal statutes of the United States an indictment may 
be returned at any time within three years. Section 22 
of the interstate commerce act contains the following: 


Nothing in this act contained shall in any way abridge or 
alter the remedies now existing by common law or by statute, 
but the provisions of this act are in addition to such remedies 


It is the opinion of your legislative committee that 
in the event of an overcharge, where the charge collected 
is in excess of the legal rate, the carrier is lawfully 
bound to make a refund of all charges in excess of the 
legal rate at any time when it is found funds in its 
possession were in excess of the legal rate on the given 
shipment. Also that carrier would be subject to crim 
inal prosecution at any time within three years if 
refund is not made, and it being the duty of the Com 
mission to correct violations of the act, then as to over- 
charge claims the statute of limitation would not op 
erate, but the Commission would have authority to act 
at any time within three years. 

Where the two years’ limit has expired, it is the 
judgment of your committee that, operating under sec 
tion 22 of the interstate commerce act, shipper may 
proceed for the recovery of charges in excess of the 
legal rate in the courts as authorized by common 1aw 
or by statutes subject to limitations that control the 
several courts in the several states. 

In the event of an undercharge, where the charge 
assessed is less than the legal rate, carrier must exhaust 
all legal remedies for collection of the undercharge 
Failure of shipper to conform its payment with the legal 
rate within three years from the time cause of action 
accrued will subject shipper to criminal proceedings 
under the interstate commerce act. Shipper’s obligation 
to pay legal charges for transportation furnished and 
to pay the bill which carrier may render for an out 
standing undercharge does not cease with the expiration 
of two years. 

This report was accepted and the meeting adjourned 
for lunch. 

The report of the committee upon flag or prepay 
stations was the first one called for after lunch. This 
report, which is as follows, was accepted: 

This matter was brought to our attention through 
action of the Board of Railway Commissioners of ‘ anada 
in the matter of unsatisfactory service rendered ¥Y 
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railway companies in connection with shipments of freight 
order requiring the railroads to construct suitable shel- 
ters or waiting rooms for the accommodation of freight or 
passengers at stations other than regular agency stations 
from or to which freight L. C. L. and passenger traffic 
is carried; also prescribed that regular agency stations be 
maintained at points where a specific amount of business 
is done. 

Your committee, in the consideration of this mat- 
ter, deemed the subject one which should be properly 
handled by the local districts interested directly with 
the railroads concerned, or with the state railroad com- 
Your committee believes that it is the duty 

of the railroads to establish stations with 

where the business, or prospective business, 
would warrant, and where the carriers are negligent in 
this respect recourse is now provided under the laws 
of the different states. 

Your committee is of the opinion that where a flag 
or prepay station for the.picking up or dropping off of 
freight is established it is for the accommodation of a 
few individuals, on whom is entailed a certain amount 
of risk or responsibility. It is therefore the recommenda- 
tion of your committee that our members in their re- 
spective districts should handle it as a local matter. 

The next two topics, “Control of Coastwise Traffic 
by the Interstate Commerce Commission,” and “Owner- 
ship and Control of Competing Water Carriers by Rail- 
roads,” were both laid upon the table, to be called up 
again at some subsequent meeting if it was so desired 
by a majority of the members present at that meeting. 

The report of the committee upon loss at sea made 


missions. 
and desire 
agencies 


the following report, which was referred to the legis- 
lative committee: 
A treaty is now before the government of the 


United States for consideration pertaining to the unifi- 
cation of certain rules in the matter of collisions. It 
is represented that under the proposed treaty shippers 


and consignors will suffer in the collection of losses. 
Protests against the proposed treaty have been filed 
with the secretary of state. 


Three American delegates will be in attendance at 
the International Maritime conference to be held in 
Belgium on September 12, and we are informed these 
are fully conversant with the protests that 
filed with the State Department from mer- 
cantile interests throughout the country. 

It will be necessary to await action taken at the 
International Maritime conference, and if the proposed 
treaty there agreed upon seriously interferes with the 
shippers’ rights, it will then be incumbent to follow 
the matter up through the secretary of state and Senate. 


At this time adjournment was taken until 10 a. m. 
Friday. 


delegates 


have been 


The Banquet. 


At the banquet on Thursday evening Commissioners 
Lane and Clark, Congressman Mann and Mr. J. H. 
Atwood were the guests of honor. 


After an elaborate dinner, served in courses, Toast- 
master Barlow first called upon President Lincoln, who 
save a brief account of the inception, organization and 
Work of the league. It was the outgrowth of a feeling 
that organized and united effort was necessary for the 
Protection of the shippers’ interests. Having its birth 


om August 2, 1907, it has grown with amazing rapidity 
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and is to-day 
of the country. 

Congressman Mann, the next speaker, told of his 
14 years of service in Congress, during all of which 
time he had served on the committee on interstate com- 
merce, in his opinion the most important committee 
of that body. He told of how last year that committee 
had been pleased to listen to a committee from the 
league with reference to proposed amendments to the 
commerce law, and said the amendments as finally 
enacted into law might better have been called the 


recognized as the shippers’ organization 


.“Lincoln” law or the “National Industrial Traffic League” 


law, than the “Mann-Elkins” law, as President Lincoln 
had called it. He called attention to the effect of or- 
ganized effort in this enactment as contrasted with 
unorganized effort as represented by the thousands of 
letters and hundreds of telegrams which came to him 
in reference to some particular bill, and which went 
into the waste-basket unopened. 

Mr. Atwood, in explaining the difference between 
the carrier and the shipper, said that the former was 
given the right of eminent domain. This meant that 
it could take private property whenever and wherever 
it wanted to for the construction of tracks, etc., so 
long as it could show that such action was for the 
public good. Such a grant of power was equivalent to 
the giving of the power of government. 


The people 
are the government and should, therefore, have the 
control. He advocated a spirit of fairness and was 


willing to give the carriers a fair, yes, a liberal, return 
on that which they should’ have a return upon. 
Friday Morning. 

The first topic called was “Reissued Tariffs to Show 
Changes From Former Issue.” 

This report, which is as follows, was adopted: 
Reissued Tariffs to Show Changes From Former Issue. 

Where new tariffs are issued it is difficult to deter- 
mine the changes in rates, rules and regulations effected 
by the new publication as compared with previous publi- 
cation without a comparison of two or more publications. 

In the case of amendment to an existing tariff, car- 
riers are required to indicate the changes made. In 
order that shippers may be acquainted with changes in 
the way of advances provided for in reissued tariffs, it 
was recommended that changes be indicated by methods 
such as now followed in Western, Official and Southern 
classifications, or in some other manner intelligible and 
ready to be seen. At the November meeting subject 
was referred to the Tariffs Committee for the purpose of 
bringing about the change suggested. We are now in 
receipt of Interstate Commerce Commission Special Or- 
der No. 7, dated July 13, 1910, reading as follows: 

“In the matter of indicating increase in rates, fares, 
or charges: It is ordered, That all tariff publications, 
classifications or supplements thereto filed with the Com- 
mission on or after September 1, 1910, must indicate by 
the use of black-face type, or by the use of symbols with 
proper footnote explanations, all changes in rates, fares 
or charges which are increases over rates, fares or 


charges formerly in effect, and all changes in rules, reg- 
ulations or classification ratings whereby any rate, fare 
or charge may be increased.” 

Report adopted. 

The committee on simplification of tariffs was au- 
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thorized to see if tariffs should not be printed to show 
decreases as well as increases. 

Uniform Classification Committee had not yet pre- 
pared their report and the question was left in the hands 
of the committee. 

Southern Classification Committee not ready to re- 
port. 

Refund of overcharges developed in Revising Billing 
Committee not ready to report. 

The question of inspection at large terminals was 
laid upon the table and the topic dismissed from the 
docket. 

Preparation of Claims Committee made the following 
report: 

Preparation of Claims. 

As we have suggested in former reports, one of the 
most fruitful sources of friction between the shippers and 
receivers of freight and the railroads has been the delay 
in settlement of freight claims. For such delays the 
claimants have undoubtedly been to blame as well as the 
railroads. In presenting overcharge claims, for example, 
it is frequently the case that no reference whatever is 
given to any tariff as authority for the rate claimed, and 
in very many cases no reason whatever is given for the 
claim, except that the party making it thinks that the 
rate charged is too high. 

In the case of loss or damage claims sufficient care 
is not exercised in very many cases to have proper ex- 
ceptions taken at the time of delivery of property, and 
when claim is presented investigation shows that clear 


receipt was given, and, of course, claim then must be 
declined until proof of liability is .shown, which fre- 


quently consumes a very large amount of time. 

The fact that the rules of the railroad companies 
require a receipt to be signed before the property is seen 
does not all prevent the “proper exceptions” being taken 
when property is found to be lost or damaged. In such 
cases draymen should insist upon the shortage or bad 
order notation being made upon his receipt before taking 
the property ‘out of the possession of the railroad com- 
pany. Should agents refuse to allow such notation, then 
the facts should at once be reported to the consignee, who 
should notify the agent in writing (not by telephone) of 
the particulars of damage and that shipment is on hand 
for his inspection. 

Quite a good deal of the delay in settlement of dam- 
age claims will be obviated by having a good, clear rec- 
ord made at the time damaged goods are received, and 
the facts clearly set forth in claim when presented. We 
believe that the freight claim agents stand ready to co- 
operate with us in having proper record made in all 
cases of damage at the time that delivery of the prop- 
erty is made. 


Suggestions with Regard to the Preparation of Claims. 
OVERCHARGE CLAIMS. 


Claims for overcharge in rate, classification or weight 
should be supported by: 

First—Original paid freight bill (see sixth paragraph). 

Second—Original invoice or certified copy of same, 
where claim is based on wrong classification. 

Third—Sworn certificate of weight, when claim is 
based upon an overcharge in weight. 

Fourth—Original bill of lading, if not previously sur- 
rendered to the carrier, or certified copy of same. (See 
note.) 
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reference should be given for rate or classificatiog 
claimed, whenever it can be obtained by claimant, as this 
greatly simplifies adjustment. 

Sixth—When original paid freight bill cannot be pro 
duced, claimant should indemnify carrier against loss for 
payment of claim supported by original document. 

Seventh—Statement showing how overcharge 
termined. 

Note.—The original bill of lading is not an essential 
part of an overcharge claim, and its absence should not 
in any way invalidate claim. 

LOSS AND DAMAGE CLAIMS. 

Claims for loss and damage should be supported by 
the following documents: 

First—Original bill of lading, if same has not been 
surrendered to carrier. 

Second—The original paid freight bill. 


is de 


Third—Original invoice or properly certified copy 
same. 

Fourth—Formal bill from claimant setting forth in de- 
tail amount of loss or damage and how same is arrived 
at. 

Fifth—Where original bill of Jading or original paid 
freight bill cannot be produced, claimant should idemnify 
carrier against loss for payment of claim supported by 


original document. 


CONCEALED LOSS AND DAMAGE CLAIMS. 


In addition to the documents referred to under t 
caption “Loss and Damage Claims,” claims for concealed 


loss or damage should be supported by: 

First—Affidavit from the shipper that 
called for by the invoice was properly 
packed and in condition to withstand all ordinary risks 
of transportation, and was delivered to the railro: 
sound and perfect condition. 

Second—Affidavit from drayman at destination set 
ting forth that the package or packages were 
with the utmost care from the railroad station to col 
signee’s warehouse and met with no accident whicl 
could cause loss or damage, and, 

Third—Affidavit from party who unpacked the case 
or cases, setting forth the exact condition of same whe! 
unpacked 


prope rty as 
and carefully 


Measures For Prevention of Claims. 


PACKING OF FREIGHT. 

(a) All package freight should be carefully and *% 
curely packed so as to be clearly able to withstand all 
ordinary risks of transportation. The use of flimsy pack: 
ages and careless method of packing should be avoided. 


MARKING OF FREIGHT. 


(a) In the case of less than carload shipments eact 
package of freight should be legibly marked and " 
marked as not to be obliterated by ordinary risks ol 
transportation. When necessary to use tags for 0 arking 
they should be strong and durable, made of © — 

» pack 


paper or linen, and should be securely sewed to 
age or tied to it by a wire tie. ‘ 

(b) Name of consignee and destination in 
Where there are two points in a state of the sat 
then the county should be designated. 

(c) Wherever practicable, shipper’s name 
tion, with the word “from” preceding them, 


given. 


full 


nameé, 


d jock 
uld be 
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Fifth—When claim is for overcharge in rate, tariff 
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If this is done, disposition of shipments which may 
go astray can be more readily accomplished. 


BILLS OF LADING AND SHIPPING RECEIPTS. 


Bill of lading or shipping receipt should be made in 
a clear and legible manner, containing the following in- 
formation in full: 

(a) Name of shipping point and date of shipment. 

(b) Name of consignor. 

Name of consignee and destination. Where there 
are two points in a state of the same name, then the 
county shall be designated. 

(d) When the freight is consigned to a place not 
located on the line of a railroad, each package, bundle 
or piece shall be marked with the name of the station at 
which the consignee will accept delivery, and such other 
information given as required by the rules of the carriers. 
Number of packages and description of com- 


(c) 


(e) 


modity. 

(f) Less-than-carload freight shall be properly 
marked and special marks, if any, shown in shipping 
order or receipt. 


NOTATION OF SHORTAGE AND DAMAGE ON 


FREIGHT BILLS. 
Shortages discovered at time of delivery should 
be endorsed on the paid freight bill. 

(b) Damages discovered at time of delivery should 

be endorsed upon the paid freight bill, such notation to 
state the exact extent and nature of damage. 
If the above suggestions are put into effect by 
members, we are confident that the result will be 
favorable to both parties and lessen greatly the amount 
of friction. 


(a) 


our 


A suggestion that those terms which are used in the 
classification be used in making out shipping tickets in- 
stead of trade names was referred back to the com- 
mittee with instructions to re-edit and to arrange for the 
issuance of a supply for general distribution. 

The following officers were elected for the ensuing 
year: 

President, J. C. Lincoln, St. Louis. 

Vice-president, W. M. Hopkins, Chicago. 

Secretary-treasurer, O. F. Bell, Chicago. 

Honorary vice-presidents: J. S. Marvin, New York; 
H. W. B. Glover, Atlanta; J. S. Davant, Memphis; J. H. 
Johnston, Oklahoma City; C. R. Rust, Duluth; F. B. 
Gregson, Los Angeles: D. O. Ives, Boston; Jno. Wunder- 
lick, Cedar Rapids; H. M. Newlin, Philadelphia; R. E. 
Hanley, Buffaio. 

Directors: §. H. Babcock, Salt Lake 
Barlow, Chicago; I. S. Bassett, Pittsburg; Geo. T. Bell, 
Sioux City; J. M. Belleville, Pittsburg; F. T. Bentley, 
Chicago; C. J, Bertchy, Milwaukee; L. B. Boswell, 
Quincy; Jas. Collord, Buffalo; M. S. Dean, Chicago; A. R. 
Ebi, Moline; W. J. Evans, Chicago; W. H. Frederick, Buf- 
falo; C. B. Gregory, Rockford; J. M. Guild, Omaha; W. 
D. Hurlbut, Chicago; C. A. Jennings, Chicago; Jos. 
Keavy, Indianapolis; F. W. Maxwell, Denver; E. J. Mc- 
Vann, Omaha; F. B. Montgomery, Chicago; R. Muehlberg, 


City; H. C. 


St. Louis; B. H. O’Meara, Cedar Rapids; E. A. Risdon, 
Duluth: G. A. Schroeder, Milwaukee; 


J. J. Telford, Louis- 


. Trickett, Minneapolis; W. 
Francisco: E 


Ville; Ww. p R. Wheeler, San 


: E. Williamson, Cincinnati; H. G. Wilson, 
Kansas City; E. G. Wylie, Des Moines. 
e At the hour of going to press the meeting was still 

Progress, and a full account of those proceedings will 
ppear in next week’s issue. 
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JOINS SOUTHEASTERN FIGHT 


City of Cincinnati to Be Party to Case to Have Rates 
to Chattanooga Reduced 








Cincinnati, O., October 28.—By unanimous action the 
city council has authorized the city solicitor to bring ac- 
tion in the name of the city in the United States Cir- 
cuit court to aid the shippers in their fight on south- 
eastern rates. 


The Receivers’ & Shippers association, which, with 
the Chicago Association of Commerce, has borne the 


brunt of the contest to date, adopted the following reso- 
lutions: 


“Whereas, The Interstate Commerce Commission in 
the southern rate case, instituted by this association and 
the Chicago Association of Commerce, for a fair and 
just reduction in the rates to Chattanooga, Tenn., has 
granted relief entirely inadequate, predicated largely on 
the ground of the financial necessities of the branch lines 
of the Louisville & Nashville Railroad company and the 
Nashville, Chattanooga & St. Louis Railway company, 
when, as a matter of fact, the record in the case showed 
that the year the gross earnings of the Cincinnati South- 
ern, between Cincinnati and Chattanooga, were $26,000 
per mile; the earnings on that part of the Louisville & 
Nashville between Louisville and Nashville, approximated 
$25,000 per mile, and on that part of the Louisille & 
Nashville, between Louisville and Nashville, they approx- 
imated $30,000 per mile, and on that part of the Nashville, 
Chattanooga & St. Louis Railway company’s line between 
Nashville and Chattanooga they approximated $20,000 
per mile. The Louisville & Nashville Railroad company, 
for the year ending June 30, 1909, earned 14.31 per cent, 
and for the year ending June 30, 1910, earned 17.35 per 
cent net on its capital stock of $60,000,000; 
be it 

“Resolved, That the board of directors of the Re- 
ceivers’ & Shippers’ association reaffirm the previous ac- 
tion taken in carrying the matter to the Circuit court, and 
ask for the co-operation of the manufacturing and mer- 
cantile interests of Cincinnati to aid in righting great 
wrong, and desire to draw the attention of the citizens 
and taxpayers generally to the fact that there is probably 
no influence bearing upon the growth and prosperity of 
Cincinnati greater than the question of reasonable rates 
into the south.” 


therefore, 


These were transmitted to the city 
mayor and the foregoing action taken. 
of transmittal follows: 
“To the Honorable Council of the City of Cincinnati. 
“Gentlemen: The attached resolutions, adopted by 
the Receivers’ & Shippers’ association of Cincinnati, are 
self-explanatory, and relate to the subject of freight rates 
between this city and Chattanooga, Tenn. 
from these resolutions and statements, made by repre- 
sentatives of the association presenting them, that our 
merchants are of the opinion that needless hardships are 
endured by them in freight rates fixed by the Interstate 
Commerce Commission between the points above indi- 
eated. So firmly are they convinced of the injustice that 
an appeal to the United States Circuit court has been 
made by the Receivers’ & Shippers’ association, the date 
of the hearing of which has been fixed for November of 
this year. For the purpose of possibly enlisting municipal 


council by the 
The mayor’s letter 


It would seem 
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interest in a question of vital importance not only to the 
manufacturing and merchantile life of our merchants, 
but to our people generally, the various phases of the 
attention were brought to the attention of the city so- 
licitor and the mayor by the representatives of the ass0- 
ciation, with a request that the matter be laid before your 
honorable body with such recommendations for relief as 
lay in your power to grant. 

“The city solicitor has carefully considered the chief 
features involved in the controversy, and will, no doubt, 
be prepared to advise to what extent and in what way 
the city should exercise its energies by legal representa- 
tion at the judicial hearing. 

“It need scarcely be mentioned that we should be 
deeply concerned in all that pertains to the business 
vitality of our citizens in all of its various ramifications, 
and I am, for that reason, strongly inclined to give every 
encouragement to these earnest men who seék to correct 
what seems to them an unjust discrimination in the 
freight rates south. I hope, therefore, that you will find 
it proper to give authority to our legal department to 
participate in these proceedings to such degree as will 
best evidence at least impartial interest in this conten- 
tion, without establishing perplexing precedent. 

“Very respectfully, 
“LOUIS SCHWAB, Mayor.” 


Intermountain Reductions Postponed 


Washington, D. C., October 28.—The recent decision 
of the Interstate Commerce Commission ordering reduc- 
tions in rates to the intermountain country will not be 
placed in effect until about May 1, 1911. 

When the Spokane and other cases 
question of the reasonableness of rates to intermediate 
points between the Missouri river and the Pacific coast 
were decided last June it was the expectation of the Com- 
mission that the rates ordered would take effect not 
later than January 1. Subsequently, however, Congress 
passed the act amending the interstate commerce laws 
and changed the long and short haul provision of the 
old law. 





involving the 


Suspends Rate Advances 





Albany, N. Y., October 28.—The public service com- 
mission, second district, has issued an order authorizing 
all steam railroads operating in this state to suspend 
until February 1, 1911, tariffs containing general in- 
creases in freight rates which would otherwise go into 
effect November 1. The commission previously made 
an order authorizing the postponement of these in- 
creased freight rates from August 1 to November 1. 

This action in New York state follows action in 
interstate business taken by the Interstate Commerce 
Commission, pending investigation of general rate ad- 
vances by that Commission. The state commission calls 
the attention of all shippers to this action affecting, 
as it does, freight shipments generally. 
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RAILROAD CAPITALIZATION 


Government Should Regulate Issuance of Securities 
—Public Should Be Informed of Disposition 
of Rail Funds 








BY FRANKLIN K. LANE, 
Interstate Commerce Commissioner.* 


Upon no one phase of the general problem of rail. 
road regulation is there greater unanimity among rail. 
road officials to-day than as to the necessity for some 
method of controlling the stock and bond issues of jp. 
terstate railroads. Be the cause whatever it may, no 
one can deny that railroad securities are not now re 
garded as favorably, either in the investment markets 
of Europe or in those of this country, as they formerly 
were; and for this reason, if for no other, railroad finan. 
ciers themselves have been seeking for a method by 
which greater certainty of value may be given to such 
securities. A bounding speculative market may be arti- 
ficially produced, or may result naturally in the not dis. 
tant future from a revival in general business conditions: 
but conservative investors seem to be awaiting greater 
assurance of the stability and certainty of value of such 
securities. 


Problem Concerns the Whole Public. 


It would superficially appear that this question is of 
chief interest to the banker, the capitalist, and the rail- 
road promoter; but this is quite beside the fact. Those 
most interested in the proper financing of railroads are 
the farmers, the manufacturers, the workingmen, the 
merchants—the general producing and traveling public: 
for without the selling of stocks and bonds railroads in 
these days can neither be built nor be very extensively 
improved: The first roads were often private enter 
prises, in the sense that they were financed by one or 
two men; and there are still sporadic instances where 
one man, or a small syndicate, has undertaken a rail- 
road enterprise of magnitude—Mr. Rogers’ Virginia road 
in the East and Mr. James’ El Paso & Southwestern in 
the West being prominently in mind—but 999 miles of 
road out of every 1,000 which have been built in the 
last ten years in this country have been constructed with 
the money of the public, the proceeds from the sale of 
securities. Therefore, if we are to have new railroads, 
more laterals, adequate equipment and larger terminals 
we must have a market for railroad securities. 

The curse of all this stock-jobbing, this overcapitall: 
zation, and consequent distrust, falls on the public—the 
lumberman who wishes to extend his market but finds 
his effort balked by railroad incapacity, the jobber wh0 
cannot make his market in a reasonable time, the col 
tractor whose work must stop awaiting material, the land 
owner whose property remains undeveloped from lack 
of transportation facilities, the mechanic for whose labor 
railroad construction creates demand, and all the millions 
in one way or another dependent on the extension and 
improvement of our railway system. 

The problem of railroad capitalization becomes 1 
this light a people’s problem, one in which al! have 
direct pecuniary interest; and, if our premise is correct— 


*This article originally appeared in the June, 1908. issue @ 
railroé 


the Review of Reviews. In view of the present state o! 


affairs it becomes of timely interest and worthy of a most careful 


consideration.—Editor. 
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that we must find some way by which greater faith in 
these securities can be established as a prerequisite to 
a full renewal of activity in this important and vital 
work—it is at once apparent that the search for such 
a plan advances out of the reaim of Wall street finance 
into that of American statesmanship. 

The Question of Constitutionality. 

At the outset let us admit that there are lawyers of 
no slight eminence who hold that it is not within the 
granted and specific power of Congress to provide and 
prescribe procedure as to the capitalization of railroads, 
even when they are interstate carriers. There will al- 
ways be, no doubt, a division of opinion among students 
of our constitution as to the full meaning of its com- 
merce clause, and learned men will ever be heard to 
say that that thing cannot be done which we come to 
see later is the thing that is done and the only wise 
thing that could have been done. The Supreme court 
of the United States, to whose judicial statesmanship 
the last appeal is made on all such matters, has in the 
past pointed the way to most of those reforms which 
have been successfully inaugurated; and we may not 
wisely hesitate in making practical effort to relieve the 
commerce between the states of any burden which re- 
tards its growth because of the fear that the tribunal 
which, by its construction of the constitution, has made 
that growth possible will now intervene to prevent its 
further expansion. In the happy phrase of Senator 
Knox, “There is nothing affecting the external affairs of 
the nation, or such internal questions as are committed 
to its charge, that Congress cannot regulate; there is 
nothing that affects them injuriously that Congress 
should not regulate.” 


Recapitalization impracticable. 


I shall assume, too, that it is not proposed to effect 
a recapitalization of present railroads—an utterly im- 
practicable task—and one which could serve no purpose 
but to put in hazard the fortunes of those who in the 
main were innocent of wrongdoing. How altogether fan- 
ciful such a scheme would be is suggested by the slight- 
est effort to draft another basis than that of the present 
upon which to reform and reissue the present issues of 
railroad stocks and bonds. If there were but 5 per cent 
of its face value invested in a stock, would the whole 
of that stock be canceled, or what portion? And who 
shall say that a bond secured by mortgage may by legis- 
lative fiat be denied its underlying right to a vested lien 
upon the mortgaged property? 

All such facts as to the fictitious value of securities 
are pertinent and should be considered in the fixing of 
4 schedule of ratés of freight and fares. The road is 
Rot entitled to a return upon a value which it does not 
have. Thig sounds too apparent to be stated seriously. 
If it were not so, and rates must be made upon capitali- 
tation alone, it would follow that the railroad company 
Would need no other defense for exorbitant charges than 
the need induced by a too generous capitalization. Fun- 
famentally there is at present no interdependence of 
“apitalization and rate—the latter is not in law, nor in 
‘allroad policy, the child of the former—though railroad 
men have sometimes expediently urged the claim, and 
Courts have sometimes too kindly given it their nod of 
Sanction. Whatever of overissue there is to-day in the 
Tailroad securities of the United States cannot, we will 
‘sume, be made way with; it is for the future we must 
Plan—that the things of evil that have been done shall 
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not recur to blight the development of our commerce by 
arousing distrust. 


A Plan to Secure Publicity. 


The most potent kind of regulation is that which 
casts the burden upon the individual to do the regulating 
himself and makes him responsible to the law for dere- 
liction; and the plan for the regulation of capitalization 
here presented is founded upon that theory—to require 
the directors of the railroad companies to make public 
announcement of their security issues, to publish the 
objects for which such issues are made, and be respon- 
sible for the use of the proceeds in the precise and lim- 
ited manner announced. This is far too modest a pro- 
gram to please those who delight in elaborate methods 
of procedure involving much filing of forms and peti- 
tions and many hearings, appraisements, viseings, and 
solemn givings of consent; and without question it is 
not nearly as thoroughgoing a plan as others which have 
been devised—that, for instance, of Texas. But the sim- 
pler the plan the better, if it may effect its purpose; 
and, after all, whatever law may be adopted by Con- 
gress, as to this or other matters, can be nothing more 
than an experiment. 

Suggested Limitations. 

The Congress by positive enactment should declare 
its policy as to certain definite rules of railroad corpora- 
tion conduct. It might, for instance, prohibit the acquisi- 
tion, ownership, or control, directly or indirectly, of one 
road by a parallel or competing road; the acquisition or 
holding of railroad stock beyond, perhaps, a very small 
amount for purposes of investment; the increase of 
capitalization because of the merger of two corporations 
beyond the total capitalization already issued at the time 
of consolidation by each of the corporations consolidated; 
the issuance of stock or bonds for any other than certain 
designated purposes, including, let us say, in the language 
of the New York statute, “acquisition of property, con- 
struction, completion, extension, or improvement of fa- 
cilities, the improvement or maintenance of service and 
the discharge or lawful refunding of obligations.” This 
is but a suggestive outline, and is not intended to be 
inclusive of all restrictions that may be desirable. 

These, then, would be the limitations upon the capi- 
talization of interstate railroads and the uses to which 
they may put the proceeds. There should be one further 
prohibition in the law: that no securities should issue 
without the express consent of a majority of the board 
of directors, who should set forth in full upon the min- 
utes of the board meeting at which such securities were 
authorized the purpose of their issuance and the use to 
which their proceeds are to be applied. To this state- 
ment, made in such detail as the law might require, each 
member of the board voting for such securities should 
subscribe upon oath; and it should be a penal offense 
either to issue such securities without making the state- 
ment required in the minutes or without filing with the 
federal government the properly authenticated and vert- 
fied statement. The law should further make the direct- 
ors liable criminally if the proceeds of such issues were 
used otherwise than as set forth in the statement made, 
either wholly or in part; and no change of the directo- 
rate should relieve from the obligations caused by the 
original action of the board of directors. 

The duty should further be imposed upon the direct- 
ors of reporting upon oath at the end of each fiscal year 
the number of securities sold, the net and gross proceeds 



















































of such sale, and the purposes to which the funds so 
acquired had been applied during the preceding year, all 
of which should be in detail as prescribed by the rules 
of the federal government, and should be sworn to per- 
sonally by a majority of the directors. 

The authority which the Interstate Commerce Com- 
mission now enjoys to inspect all railroad books, ac- 
counts and memoranda provides a ready method by which 
a full and perfect check could be kept upon the truth- 
fulness of such statements, and this investigation could 
be carried on at those times during the year when the 
special agents of the Commission examine these books 
for other purposes. All these matters, from the original 
statement by the directors throughout each succeeding 
step, and including the reports of the expenditures made, 
should be matters of public record, open to stockholders 
and the public generally, and incorporated in an annual 
report to Congress. 


What the Plan Would Accomplish. 


ends, it appears, would be gained by such 
There would be full publicity of the pur- 
poses of all issues and the uses to which the proceeds 
of their sale were put; the responsibility for full com- 
pliance with the federal restrictions and exactions would 
be placed upon the men who are in law responsible, the 
directors of the corporations, who would be subject to 
imprisonment for breach of the law. It would be within 
the power, not only of the federal officials, but of any 
minority stockholder, or of any citizen, to inform himself 
of the full history of each transaction, and to enforce 
compliance with the provisions of the statute. (It might 
be wise, too, although this is not a part of the present 
plan, to authorize civil suit against the directors for 
damage caused to any investor by reason of false re- 
port or non-compliance with the law.) 

Such a plan, as said before, is much less radical and 
drastic than most which have been proposed and some 
which are in force in the several states. But it seems 
probable that it would be adequate to its purpose; and 
it certainly requires a minimum of governmental machin- 
ery and “red tape.” To be sure, it does not undertake 
to restrict capitalization; instead, it restricts the pur- 
poses to which the capital raised is put, which seems the 
essential thing after all. It does not guarantee the pros- 
pective purchaser of the stock that the stock certificate 
which bears a printed par value upon its face (a state- 
ment which is theoretically unnecessary and practically 
misleading) does in fact represent property of the full 
value so designated; but this is not a duty which the 
government for any reason is bound to assume, and I 
know of no motive arising out of national policy which 
compels the assumption of such responsibility—certainly 
not at present. 

The stock buyer and the banker, and the govern- 
ment, if it is interested, may know how much money, or 
what property, the stock or bond issue actually repre- 
sents, and draw their own conclusion as to whether the 
face value of the stock and the real value of the property 
are equivalent. There can be no such thing as the plac- 
ing of railroad securities upon a full parity with govern- 
ment bonds so long as the credit of the government is 
not behind them. But they can be made to be, and will, 
I believe, gradually grow more and more to be, as safe 
an investment as the most conservative capital can rea- 
sonably expect. 

I have no thought that all swindling in the name of 
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high finance would be ended by this method of regula. 

tion, or by any other. There are certain men of “larger 

view” who prefer the quick cross-cuts to fortune 

will accept some risk to reach the goal; but may it not 

be fairly said, and within the bounds of likelihood, thai 

none of our railroad financiers would undertake or could 
through a scheme of organization 


y 
and 


carry for synd 
profit such as some which have become national 
dals if such a proposal as this were enacted into law‘ 


The personal oath of the individual director, the imposi. 
tion of the real duties and responsibilities of th: 
agement upon his shoulders, the liability to personal jm. 
prisonment for reports, together with the widest 
possible publicity of each transaction from inceptio: 
close, would together prove as great a deterrent to fraud 
and as sure a safeguard to investors as could be had, 
in my judgment, short of a scheme requiring universal 
federal incorporation or license, estimation of cost of 
proposed improvement of service, approval of sal 
securities, and investigation into the bona fides of such 
sale, valuation of the perfected work by engineers, and 
in general the adoption of machinery which would enal 
the government authoritatively to state that the capitali 
zation represented actual investment. 

In the last analysis, however, all such methods « 
pend on the character and ability of the men who em 
ploy them—the government 
The suggestion here made is that the director of 
railroad corporation, Mr. Vanderbilt or Mr. Gould, 
you please, be substituted for these government officials, 
and upon him cast the whole burden of seeing that the 
mandates and prohibitions of the law are observed, with 
his personal liberty as a forfeit for negligence or fraud 


false 


engineer or commissione! 


The Proposition in Outline. 

The principle of the plan governing capitalization 
which is here suggested is analogous to that which has 
been devised for the destruction of preferential 
and let me restate the procedure already outlined, it being 
understood that I am not presenting in detail th: 
of a proposed bill, but the skeleton, and perhaps the 
poorly articulated skeleton, of a possible bill: 

First. The government should express, affirmativel) 
and negatively, the purposes for which an interstate cal 
rier may issue stocks, bonds or notes. 

Second. The directors of the road proposing to is 
sue such securities should make a record of 
posed issue on the minutes of the corporation, to which 
a majority of the directors shall subscribe. 

Third. This statement, signed individually by each 
of the directors, and sworn to personally by each, should 
be sent to a designated official of the federal governmet! 
—the Interstate Commerce Commission, perhaps. 

Fourth. An annual report sworn to by a 
of the directors should be sent to the same body, statins 
with particularity how such securities were disposed of 
the proceeds resulting, and their use. 

Fifth. The government should, through its special 
agents, having direct access to all books and accounts 0 
the railroads—and by law they may keep such 
books, accounts, or memoranda as the Interstate Com 
merce Commission shall authorize, and are permitted 
destroy none—make investigation of these 
penditures, etc., as often as may be deemed advisable. 
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acter, rate of interest, or otherwise, or from the uses 
expressly stated at such time as to which the proceeds 
of such securities were to be put, or the issuance of 
any securities for any purpose which the law does not 
authorize, or the failure to report accurately and fully 
whatever the law requires, or otherwise to comply with 
the provisions of the law, should subject the directors 
personally to such term of imprisonment as the law may 


prescribe. 


New Missouri Rates In 





The final chapter in the famous Missouri river rate 
litigation was written this week. The injunction against 
the order of the Commission was dissolved, following the 
refusal of the United States Supreme court to rehear the 
case, by the Circuit Court of Appeals at Chicago, Tues- 
day. The reduced rates went into effect the 26th. 

At the same time the reductions ordered in the 
Denver or Kindel rate case were also made effective. 

In the first case complaint was originally lodged with 
the Interstate Commerce Commission by the Burnham- 
Hanna-Munger Co., and other Missouri river jobbers, 
alleging rates to the river from seaboard territory dis- 
criminatory as compared with the rates to St. Paul. The 
Commission refused to sustain the plea of discrimination, 
but found the rates unreasonable per se and reduced the 
river-to-river charges when used as part of the through 
haul from Atlantic seaboard territory 9 cents on first- 
class traffic. The railroads parties to the case, joined 
by other lines reaching the Missouri river, appealed to 
the court for an injunction; this was issued. by Judges 
Grosscup and Kohlsaat, Baker dissenting. Appeal was 
taken to the Supreme court, which reversed the lower 
tribunal’s findings and ordered the dissolution of the 
restraining order. ‘The railroads asked for a rehearing, 
which was denied. 

The Denver rate case involved rates from the east 
to Colorado; the Commission ordered reductions in the 
through rates from Chicago and St. Louis. The litiga- 
tion following was similar to that attending the Missouri 
tiver rate case. 

It is understood that reparation claims approximating 
several hundreds of thousands of dollars will be filed 
against the roads for the difference in the rates that 
lave been charged since injunction proceedings were in- 
stituted and the Commission rates. 

The order in the Missouri river case expires next 
month; in the Kindel case in May, 1911. 

The Commission was represented throughout the 
court litigation over its orders by Luther M. Walter, 
formerly attorney for the interstate board and now a 
member of the law firm of Borders & Walter. Missouri 
river interests were looked after by Atwood & Webster. 


ILLINOIS COAL RATES AGAIN POSTPONED. 


By agreement between the railroads, the shippers 
‘nd the state railroad and warehouse commission, the 
fective date of the advances in Illinois coal rates, now 
der investigation by the state board, has been further 
Postponed from November 1 to December 1, 1910. 


} Los Angeles, Cal., October 28.—There were 13 car- 
oads of oranges and 13 carloads of lemons shipped from 
Southern California last Saturday and Sunday. Total for 


reason: 25,248 carloads of oranges, 4,717 carloads of 
emons, 
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LEGAL DEPARTMENT 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder, 

Address Legal Department, The Traffic Service Bureau, 
Washington, D. C. 





Ohio.—“‘Last May we made a shipment of boiler and 
parts from Springfield, Ohio, to Salt Run, Ohio, and the 
railroad company accepted this shipment and signed bill 
of lading bearing the above shipping instructions. In- 
stead of delivering this to the specified point in Salt 
Run as mentioned in the bill of lading, the carrier at- 
tempted to make delivery at a siding some miles below. 
The carrier claims that it could not make the delivery 
required at destination, and it was reshipped in a round- 
about way to some point across the river, resulting in 
damage and extra freight charges to us. Have we any 
recourse in securing reimbursement for this overcharge, 
even though the carrier had no siding at the particular 
point of delivery?” 

This appears to be a shipment between two points 
in the same state, and, in consequence, the Interstate 
Commerce Commission has no jurisdiction and said car- 
rier is not amenable to it. If an intrastate shipment, 
and the Ohio Railroad Commissioners have made no 
ruling covering such cases, no doubt you would have 
redress in your state courts in the nature of a breach 
of contract for damages in diverting the shipment. If by 
any means the shipment can be considered interstate, I 
cite you the following administrative ruling made on 
May 10, 1910, by the Interstate Commerce Commission 
in conference: 

“It is the duty of a carrier to make delivery in 
accordance with routing instructions. Where such rout- 
ing instructions have not been followed and delivery is 
tendered at another terminal than that designated it 
remains the duty of the delivering carrier to make de- 
livery at the terminal designated in routing instructions, 
either by a switching movement or by carting. In either 
event the additional cost must be paid in whole by the 
carrier guilty of misrouting. The Commission will exer- 
cise jurisdiction to award damages against the carrier 
guilty of misrouting to the extent of the additional cost 
thus imposed on the shipper.” 

Under this ruling it would seem as if you had ample 
recourse against the carrier in the extra amount you 
paid. It was the duty of the carrier’s agent to refrain 
from executing a bill of lading which contained pro- 
visions that could not lawfully be complied with or im- 
possible of execution. 

* * no 

Michigan.—“A shipper gives us a shipment for a 
point in Wisconsin routed care of Crosby Transportation 
company at Grand Haven. We divert shipment to an- 
other line over which it takes one or two days longer 
to get to destination. Are we liable for delay, goods not 
being perishable?” 

So far as the attitude of the Interstate Commerce 
Commission might be in the matter of the carrier’s lia- 
bility to the shipper who is compelled to pay a higher 
freight rate on account of the misrouting, it has been 
held that such a carrier will be required to make repara- 
tion to the extent of the difference between the higher 
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rate applied and the lower rate which should have been 
applied had the freight been properly forwarded. 

So far as the attitude of the courts might be, in the 
matter of the carrier’s liability to the shipper who is 
temporarily deprived of the possession of his goods on 
account of the misrouting, they have held that the con- 
signee has the right to recover such damages as are the 
result of such deviation. For instance, if in consequence 
of such deviation, the market value of the goods dimin- 
ished, the consignee would be entitled to recover for 
such diminution in value. In other words, any damage 
suffered by the consignee that is the direct result of 
such deviation may be recovered by him against the 
carrier at fault in diverting the shipment. 

1K * * 


Missouri.—“What would be the correct quotation on 
a shipment under the following circumstances, shipment 
consisting of stock cattle: 

“1. Rate on cattle, A to C, 20 cents per cwt.; on 
stock cattle, B to C, 9 cents; on cattle, A to B, 6% cents. 
No through rate being carried on stock cattle, A to C, 
B is directly intermediate of A and C. 

“2. Also advise what quotation should be made if 
the consignment was cattle, and through rate exceeded 
the combination. Would it be proper to call the ship- 
per’s attention to the fact that he could take advantage 
of a combination which was better than the through 
rate?” 

1. Without intending to pass upon the reasonableness 
of the rates in question, inasmuch as we have no in- 
formation at hand in relation to the relative distances 
between the two local points, our opinion is that the 
correct quotation of a shipment consisting of stock cat- 
tle, moving between A and C, would be 15% cents per 
cwt.; this being the rate of the combination of the two 
locals from A to B and from B to C. The through rate 
of 20 cents only applying to cattle for the market, which 
take a higher rate than cattle for stock, and the policy 
of the Commission being to prevent a through rate ex- 
ceeding the sum of the locals, a less likelihood for at- 
tacking the lower rate by the shippers and for declaring 
it unreasonable by the Commission would exist. 

2. When a joint rate and through route exist for the 
shipment of a certain commodity, such rate should be 
quoted in preference to the suni of local rates, even 
though the latter is less than the former. While ordi- 
narily a through rate should not exceed the sum of the 
locals, and the Commission is inclined to hold such a 
rate as prima facie unreasonable, yet it does not assume 
that there may not be instances in which a through rate 
higher than the sum of the locals between the same 
points will be found reasonable. If the carrier can sus- 
tain the reasonableness of such a position it should 
maintain the through rate; if circumstances and condi- 
tions do not warrant such higher through rate, the car- 
rier should voluntarily and promptly reduce the same, 
so as not to exceed the lowest combination of rates es- 
tablished for consecutive services covering the whole dis- 
tance between the two places. 

4 * * 


Virginia.—“Has the Interstate Commerce Commission 
ever passed on the question of weight to be accepted by 
railroads in settling freight charges in cases where in- 
voice weights, railroad weights and consignee’s platform 
scale weights differ? If the Commission has ever ruled 
on this point, full information as to their ruling will be 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


Vol. VI, No. 18 





appreciated. If the Commission has not ruled on this 
question, kindly let me know which weight, in your judg. 
ment, is the legal weight to settle freight charges on.” 

The Commission has held that this is a question of 
fact to be determined in a manner just to both parties 
and as to which the ex parte action of either cannot 
conclude the other. See Potter Manufacturing company 
vs. Chicago & G. T. Railway Co. et al., 5 I. C. C. Rep, 
514. Sometimes carriers, by express language to that 
effect, agree to be bound to the actual weight of the 
goods purporting to have been received by them, and in 
such instances the shippers have the right to settle 
freight charges based on the weights furnished by them 
at point of shipment. If, however, as is usually the case, 
the bill of lading is qualified by the statement “weight 
unknown,” the carrier will not be responsible for stated 
weights when he is ready to deliver the quantity actually 
received. The general rule seems to be, as held by the 
courts, and not by the Interstate Comemrce Commission, 
since the latter has never passed upon this precise ques- 
tion, that freight must be collected on that amount only 
which is put on board, carried throughout the whole voy- 
age and delivered at the end to the consignee. 


Will Not Fight New Hampshire Case 





Boston, Mass., October 28.—C. S. Mellen, who re 
cently succeeded Lucius Tuttle as president of the Bos 
ton & Maine railroad, has written Governor Quimby 
of New Hampshire that the railroad would withdraw its 
opposition to the suit now pending in the New Hamp 
shire state courts charging the carrier with ciolating 
the state laws in increasing its freight rates. The 
case is based on a statute of 1889 which prohibited 
an advance in the transportation charges imposed by 
lines leased or united under its provisions. 

“T find that the general belief in the state is that 
the railroad has raised these rates in violation of these 
statutes,” writes Mr. Mellen. “Whether the action 
brought by: the attorney-general can be maintained, |! 
do not know. I do not know whether the state has the 
power in authorizing a lease to insist upon a condition 
which interferes with interstate commerce. But the 
Boston & Maine railroad has received benefits in the 
way of leases under the authority of these statutes, and 
it should not accept the benefits and seek to avoid the 
obligations. 

“I understand that on certain lines there has bee 
no increase of rates in excess of those in force at the 
time of the passage of these statutes, and that it § 
difficult to determine as to just what lines these statutes 
are applicable. I shall be very glad, if there is aly 
dispute between the attorney-general and our counsél 
upon these questions, to have them submitted to the 
Supreme court at the carliest practicable moment fot 
determination; then the question whether there havé 
been any increases in rates above those existing at 
the time of the passage of the statutes referred ™ 
can be speedily determined. [I shall instruct our counsel 
to raise no questions as to the validity or constitutiot 
ality of these statutes, and when it shall be determined 
what rates are unlawful there will be no delay in order 
ing a restoration to the lawful basis. 

“With these statutes remaining in force, such * 
restoration will produce many inequalities and discrit 
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inations, and I believe that it will be better, in the 
interest of the shipping public, if the present schedule 
can be maintained until the whole situation can be 
dealt with by the legislature upon an equitable basis. 
If the public is to be properly served, it is, in my 
judgment, essential that a legal way should be pro- 
vided whereby the rates now in force may be main- 
tained. 

“I do not understand that any serious question has 
been raised that these rates are unreasonable, but the 
public very properly objects to any rates, whether rea- 
sonable or not, that it believes to be in violation of a 
statute. 

“The Boston & Maine railroad has no purpose or 
intention of disobeying the law in this or in any other 
matter. Its desire in this matter is to have determined 
speedily what are its legal rights and duties.” 


Craffic World Changes 


The Pere Marquette railroad has announced the fol- 
lowing appointments: F. W. Goldie, northwestern freight 
agent, with office at Minneapolis, Minn., vice W. L. 
White, transferred to Milwaukee, Wis.; C. D. Moorhead, 
Pacific coast agent, with office at Seattle, Wash., vice 
Mr. Goldie. 

E. F, Blomeyer, assistant general freight agent of 
the Pere Marquette at Milwaukee, Wis., has resigned to 
accept service with another company, and his office has 
been abolished. W. L. White has been placed in charge 
of the traffic at that point, with the title of general agent. 

C. E. Taylor, superintendent of the fifth division of 
the United States Express company, has been appointed 
general superintendent of the third division, with head- 
quarters at Chicago, vice Thomas E. McDonnell, resigned 
to accept service with the Western Express company. 

H. M. Brooks has been appointed commercial agent 
of the Cincinnati, Hamilton & Dayton railway, with head- 
quarters at Birmingham, Ala., vice V. E. Whitaker, re- 
signed to accept service elsewhere. 

F. E. Brown has been appointed first assistant gen- 
eral passenger agent of the Boston & Maine railroad, 
with headquarters at Boston, and F. T. Grant has been 
appointed assistant general passenger agent, with head- 
quarters at the same place. 

The Star Union line has announced the following ap- 
pointments: George H. Fyler, agent at New Orleans, La.; 
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John T. Wray, agent at Atlanta, Ga.; H. B. Rox, agent at 
Birmingham, Ala.; George W. Koonce, agent at Ironton, 
O., vice Mr. Rox and George Crank, traveling freight 
solicitor at San Antonio, Tex. The changes all become 
effective November 1, 1910. 


NEW ORDER IN TAP LINE CASE 


Washington, D. C., October 28—It is understood 
that the Interstate Commerce Commission has in prep- 
aration a new order relating to the suspension of tariffs 
canceling through rate arrangements with the so-called 
tap lines in the southwestern states. Therefore, the 
report as given in the issue of THE TRAFFIC WoRLD 
for October 22 under the caption “Vacates Tap Line 
Suspensions” does not, of course, fully cover the situa- 
tion. Notice of the new order will be published as soon 
as the same has been made public. 





DO YOU NEED HELP? 








Experienced Traffic and Office 
Man Wants Opening for Serv- 


ices and Investment. 


Add. {, 1@—Care Traffic Service Bureau. 


MR. SHIPPER 


If you want an ex- 
pert Traffic Man, one 
who can make his 
work pay his way, 


Address TRAFFIC MAN 


Care Traffic Service Bureau 
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Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 








| UNION TRANSFER & | OMAHA VAN & STOR- 

| STORAGE CO. AGE CO. 
INDIANAPOLIS, IND. | OMAHA, NEB. 
RTE RIO TEE SHERI,” 


| CATHCART TRANSFER 
& STORAGE CO. 
| ATLANTA, GA. 












BALTIMORE TRANS- DODD & CHILDS ExX- PHILADELPHIA WARE- 
FER CO. sa 70 son a HOUSE CO. 
Light & Lombard Sts. 2 Exc e e 
BALTIMORE. vs mo : PHILADELPHIA, PA. 


JERSEY CITY, N. J. 





ADAMS TRANSFER & 


GREANEY BROS. 


0. E. JONES 
88 N. sth St. ee ox ee ae xa : 
BROOKLYN, N. Y. KANSAS CITY, MO. PROVIDENCE, -1 





| J. C. BUCKLES TRANS. CALIFORNIA WARE- PROVIDENCE WARE- 
| we 4s HOUSE CO. HOUSE CO. 
217-219 W. 2 t. 
CINCINNATI, OHIO LOS ANGELES, CAL. PROVIDENCE, R. L 








CLEVELAND STORAGE _ COMMERCIAL WARE- BOWMAN TRANSFER 6&. 


| & W. CO. 
| Co. | HOUSE CO. n08 E. Main St. 
CLEVELAND, OHIO LOS ANGELES, CAL. § RICHMOND, VA. 





| 


| PATTERSON TRANS- BROWN TRANS. & 





| BUCKEYE TRANSFER & STORAGE CO 
STORAGE CO. | FER CO. | goo S. 6th St. 
COLUMBUS, OHIO MEMPHIS, TENN. § | sT. JOSEPH, MO. 








| THE BENEDICT WARE- 
HOUSE & TRANS. CO. | F. A. WALSH & CO. 


15th and Welton Sts. —~ | MILWAUKEE, WIS. SEATTLE WASH. 


j 


SEATTLE TRANSFER 
co. 
DENVER, COLO. 











| DENVER TRANSIT & | MINN. TRANS. & STOR- | GEORGIA LIGHTERAGE 
| WAREHOUSE CO. — | & TRANSFER CO. 


122 S. sth St. 
DENVER, COLO. MINNEAPOLIS, MINN. SAVANNAH, oe 



























| THE PECK & BISHOP 
co. 


| NEW HAVEN, CONN. 


| AMERICAN STORAGE & 
| MOVING CO. 


ST. LOUIS, MO. 








E. S. BELDEN & SONS 
HARTFORD, CONN. 

























| HARRISBURG TRANS- | THE TOLEDO WARE- 






| WARWICK - THOMSON 
co 












FER CO. ; HOUSE CO. 
Pennsylvania Depot 654-660 West 34th St 1309-19 Lagrange Street. 
HARRISBURG, PA. NEW YORK TOLEDO, OHIO 
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LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 


Object—The object of this league is 
to Interchange ideas concerning, traffic 
matters, to co-operate with the I[nter- 
state Commerce Commission, siate rail- 
road commissions dnd’ transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
aws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests 
Membership— Those eligible as members 
are traffic directors; managers, com- 
missioners or other officials in charge 
of traffic of fndustrial or commercia) 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 


Officers 
J. C. Lincoln, President 
Commi'r Merchants’! Exchange Traffic 
Bureau, St. Louis, Mo. 
WwW. M.. Hopkins, Vice-President 
Mer. Transp. Dept. Board of Trade, 
Chicago, Ul. 
WwW. E. Cooke, Secretary-Treasurer 
T. M. Automatic Electric Co., Chi- 
cago, Ill. 


ILLINOIS. 
Lake County Manufacturers’ Association, 
E. P. Sedgwick, Pres., Waukegan. 
National Association of Agricultural Im- 
omen and Vehicle Manufacturers, 
y J. Evans, Sec.. Chicago. 
Sterling 
Manufacturers’ and Shippers’ 
Association, 
In charge of traffic of industries at 
Sterling and Rock Falls, Ill. 


B. FP. L@WRONCE...ccccccccccces President 
W. Bee Pn . och evesceee Vice-President 
J. Wr We dncwesas Secretarv-Treasurer 
W. BE BMRB. cccccccccccs TraffiiC Manager 
MINNESOTA. 


Northern Pine Manufacturers’ Associa- 
tion, H. 8S. Childs, Sec., Minneapolis. 


MISSOURI. 

Business Men’s League, P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bidg., 
8t. Louis. 

Commercial Club, H. G. Krake, Comm’r, 
8t. Joseph. 

Kansas City Transportation Bureau of the 
Commercial Club, H. G. Wilson, Trans. 
Comm’r, 105-6-7 Board of Trade Bidg., 
Kansas City. 





NEW YORK. 
Albany Chamber of Commerce, Wm. B. 
Jones, Sec., 95 State St., Albany. 
National Wholesale Grocers’ Association, 
A. H. Beckman, Sec., 6 Harrison St., 
New York. 


OHIO. 
Cleveland Chamber of Commerce, Munson 
A. Havens, Sec., Clev 


WISCONSIN. 
Merchants’ and Manufacturers’ Associa- 
tlon, Wm. G. Bruce, Sec., 46 University 
Bidg., Milwaukee. 


TRAFFIC CLUBS 


The Traffic Ciub of New York, Chas. F. 
Moore, Pres.: C. A. Swope, Sec. 

The Traffic Club of Chicago, John T. 
Stockton, Pres. Guy S8. eCabe, Sec. 

The Traffic Club of Philadelphia, Edw. 
Knight, Pres: H. C. Trumbower, Sec. 

The Traffic Club of St. Louls, Geo. J 
Tansey, Pres. A. F. Versen, Sec.-Treas. 

The Traffic Club of Pittsburg, O. M. Ells- 
worth, Pres. T. J. Walters, Sec. 

The Transportation Club of Indianapolis, 
L. J. Blaker. Pres. L. EB. Stone, Sec, 

The Transportation Club of Louisville, 
Alfred Brandeis, Pres. . Cham- 
bers, Sec, 

The Transportation Club of  Taledo, 
7homas Conlon, Pres. L.« G. Macomber, 


ec. 

The Traffic Club of St. Paul, J. R. Jones, 
Pres. A. L, Bowker, Sec.’ 

The Traffic Club of.Newark, Chas. Mil- 

bauer, Pres. EB. G. Well, See. 









Directory of Transfer Agents, Freight 
Forwarders, Warehousemen, Custom 
House Brokers, etc. 





BINGHAMTON, WN. Y. 


MERCHANTS’ WAREHOUSH COM- 
PANY. Storage, transfer and for- 
warding. The Quackenbush Company. 





BUFFALO, N. Y, 


BUFFALO STORAGE & CARTING 
CO., 350-356 Seneca St. “Unsurpassed 
facilities’* for storing, handling, trans- 
ferring and forwarding goods. Tele- 
phone No. 683. 





CHICAGO, ILL. 


BELT LIND TRANSFER & STORAGE 
CO., warehouses located at 76th and 
Wallace Sts., on Belt Rallway; office, 
4 Sherman St.; do a genera] storage 
and transfer business; issue nego- 
ete oy warehouse receipts, good at any 


JUDSON FREIGHT FORWARDING 
CO., INC., 443 Marquette Bidg. Car- 
load distribution to all railroads at 
Chicago without teams; L. C. L. ship- 
ments of machinery forwarded at re- 
duced rates to al) principal western 
and Pacific Coast points. 


MIDLAND WAREHOUSE & TRANS- 
FER CoO., 43d and Robey Sts. Belt 
line warehousing and reshipping with- 
out teams. Carloads received rail or 
lake and reshipped rail, L. C. L, at 
Chicago rates. insurance rate, 29c. 


G. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
tractors, warehuusemen and insurance 
agents; custom house brokers and 
custom house attorneys. 





DALLAS, TEX. 


W. M. EDWARDS, JR., 113 Austin St 
General transfer and forwarding 
agent; reshipping; storage; ware- 
house. Carloads or less consigned to 
our care will be delivered promptly. 





DETROIT, MICH. 


B. FERGUSON CO., LTD., foot of 
Fourth St. Authorized cartage agents 
for the MICHIGAN CENTRAL R. R 
CO. Genera] cartage and forwarding. 
Special attention to carload distribu- 


THE READING TRUCK CoO., 6th and 
Congress Sts. Authorized cartage 
agents for the Wabash and Canadian 
Pacific railways and for the Anchor 
Line steamers. Special attention given 
to distribution of carioad freight for 
two.or more parties. Merchandise de- 
lNvered as ordered. 





ELMIRA, N. Y. 


ELMIRA STORAGE & SUPPLY CO 

General storage, transferring and for- 
warding Warehouses accessible 
ali railroads. Prompt service. 









to 





KANSAS CITY, MO. 


K. & M. STORAGB CoO., Ninth and 

Santa Fe Sts. 

Track connection with all roads en- 
tering city. 

Carloads stored, distributed and re- 
shipped. 

Track capacity, o-_ cars a day. 

Low insurance, prompt, satisfactory 
service, } 

Bonded in accordarice with state laws. 





LOS ANGELES, CAL. 


LOS ANGELES TRANSFER CoO., 88¢@ 
S Broadway. Baggage and freight 
distribution; consignments and car- 
loads our specialty. Established 1886, 
Wholesale distributors and manuiac- 





LOUISVILLE, KY. 


LOUISVILLE PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouses, 





ST. LOUIS, MO. 


ASHLEY WAREHOUSE CO. Bonded 
and genera! storage. Drayage facili- 
ties. Cars promptly handled. Custom 
houge entries attended to. Insurance 
18c. Track connections. 


BONDED EXPRESS & TRANSFER 
CO. Distributors of bulk shipments, 
ey or less. Consignments so- 
cit 





SALT LAKE CITY, UTAH. 


A. STIEFEL PIONEER TRANSFER, 
615 Tribune Bidg. Genera] transfer 
and distributing agents. Carload dis- 
tribution our specialty. Reliable and 
prompt, Established 1872. 





SCRANTON, PA. 


MERCHANTS’ WAREHOUSE co. 
Commercial storage, transfer and for- 
warding; railroad sidings. The Quack- 
enbush Co., proprietors. 





SAVANNAH, GA. 


SAVANNAH WAREHOUSING CO. 
Wholesale distributors and manufac- 
turers’ agents. Modern briek ware- 
house and unexcelled transportation 
facilities. We make a specialty of 
representing manufacturers carrying 
goods at Savannah for supplying 
southern trade. Prompt atteratien 
given carload shipments for distribu- 
tion. Drayage. . 





WILKESBARRE, PA. 


MERCHANTS’ WAREHOUSE co 
Storage, transfer and forwarding 
The Quackenbush Co. 








“ev Rea I 
















THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


YOU DONT HAVE TO BE A LAWYER 


To Be a Successful Traffic Man, 
BUT— 
You must be grounded in a knowledge of commerce law 


Not, of course, the minute, technical knowledge of the traffic 
attorney, but a broad general understanding of the principles that are 
fundamental in the construction and interpretation of our statutes govern- 
ing interstate commerce. Complex methods of doing business, methods 
undreamed of by our forefathers, have made necessary much legislation 
that the successful traffic man of to-day must know. 


It is this knowledge that is one of the distinguishing features between a 
traffic manager and ? chipping clerk. 


To give this broad knowledge of the law, this general but accurate 
survey of the entire field of commerce legislation, there is one work 
whose supremacy has never been disputed. That is 


“Hutchinson on Carriers” 


Since its first appearance it has been recognized as the one work 
authoritatively treating the entire field. It has been revised and brought 
thoroughly down to date. The latest edition, the third, retains all the 
essential features of the previous editions, but [has been revised and 


enlarged to cover the many new developments since the appearance of 
the second edition- 


Don’t you think a work that has been able to hold the lead since 
1879 should be in your Ausiness library? | 


“ Hutchinson on Carriers” is divided into fifteen chapters, contains 


1446 sections (1,000 of which have been revised or rewritten), deals with 


11,000 cases (6,000 of which have been added since the second edition) 
and 30,000 citations. | | 


3 Volumes, $18.00 net, 


The Traffic Service Bureau 


603-5 Westory Building 126 MARKET STREET 
Washington, D. C. Chicago, Ill. 


































































































